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GOODS FOR EXPORT 
The fact that goods made of raw materials in short supply 
wing to war conditions are advertised in this paper should not 
e taken as indicating that they are available for export 








NOTICE TO SUBSCRIBERS 

Consequent on further paper rationing, new subscribers cannot 
¢ accepted until further notice. Any applications will be put on 
1 waiting list which will be dealt with in rotation in replace- 
nent of subscribers who do not renew theiry subscriptions 





POSTING ‘‘ THE RAILWAY GAZETTE” OVERSEAS 

We would vemind our readers that there are many overseas 
untries to which it is not permissible for private individuals to 
end printed journals and newspapers. THE RAILWAY GAZETTE 
possesses the necessary permit and facilities for such dispatch. 
We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 











REDUCTION IN SIZE OF PAGE 
To economise in paper our veaders will observe a slight reduc- 
min the size of THE RatLway GAZETTE in that the size of the 
page has been reduced from 9 in. X 12 in. to 8$ in. X 11} im. 
The type avea of the page remains the same, namely, 7 in. xX 
10 in., but the surrounding margins have been reduced. This 
f course detracts from the appearance of the paper, but is one of 
he exigencies of the war 
TO CALLERS AND TELEPHONERS 

Until further notice our office hours are: 

Mondays to Fridays 9.30 a.m. till 5.30 p.m. 
The office is closed on Saturdays 











ANSWERS TO ENQUIRIES 

By reason of staff shortage due to enlistment, we regret that 
t is no longer possible for us to answer enquiries involving 
esearch, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 





ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrangements 
we to the war, and less time available for proof reading, we 
sk our readers’ indulgence for typographical and other errors 
hey may observe from time to time, also for poorer paper and 
nnting compared with pre-war standards 


A Budget of Indirect Taxation 
| | Iasaesbde increases in indirect taxation were the outstand- 
ing features of the Budget introduced by Sir Kingsley 
Wood on April 14. The Chancellor made it plain that he 
still considers inflation one of the nation’s greatest enemies, 
and obviously he is prepared to take rigorous measures to 
hold it at bay. In price stabilisation the Chanceller claimed 
a wide measure of success, at a cost to the Exchequer of 
£125,000,000 in the past year. Among the items which had 
been stabilised he mentioned railway fares, but in this 
respect, of course, under the existing financial arrangements 
between the Government and the companies, the result is a 
gain to the Exchequer. There will be regret rather than dis- 
appointment at the lack of any amendment to the 100 per 
cent. Excess Profits Tax, and the fact that he has made 
provision that the post-war credit of 20 per cent. is to accrue 
by statutory right will not greatly help industry. The 
credit is not to be used for dividends or for the issue of 
bonus shares, and indeed, there is no wish on the part of 
industry that it should be. Industrialists are more concerned 
to have available adequate finance to assist them to meet 
the difficulties of the transition from war to peace. . At its 
current level E.P.T. affords no opportunity for making the 
reserves which are required to meet those conditions. 
ses = 


Export Trade after the War 


The restoration of our export trade to a high level after 
the war was recognised by the Chancellor as a necessary 
condition of success: in meeting post-war problems, and he 
declared that one of the primary objectives of our policy 
then would be the greatest possible expansion of inter- 
national trade. He coupled with this aim the avoidance of 
an inflationary boom, and hinted clearly that the financial 
and economic controls which are serving our war effort are 
likely to remain in being for some time after the cessation 
of hostilities. Obviously if industry is to be in a condition 
to make the change over from war to peace with the mini- 
mum of disturbance, it must be enabled to prepare against 
that transition. The most obvious way to do that would be 
to allow industry to build up reserves on a scale which would 
permit it to replace depreciated or obsolescent plant when 
peace returns. eThe White Paper on National Income & 
Expenditure issued with the Budget supports the contention 
which has been made by industry that in its present form 
E.P.T. does not leave sufficient to finance the conversion of 
industry from war to peace purposes. Undistributed profits 
have fallen from £313,000,000 in 1938 to £268,000,000 in 
1940, and to £213,000,000 last year. As the total payment 
of E.P.T. for 1941 was £250,000,000, the net refund for that 
year would be no more than £25,000,000, after tax, which 
compares with the fall since 1938 of £100,000,000 in 
industry’s reserves. 
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The State and Traffic Accidents 

The difference which exists in the liability of private 
employers and Government departments for the damages 
arising from accidents occurring while their servants are 
driving their vehicles was discussed in the House of Lords 
on April 13. Attention was drawn to some of the anomalies 
of the existing position in THe Rat-way GazettE of March 27 
& April 3, and it is some satisfaction at least to have the 
Lord Chancellor’s assurance that in future, if a litigant so 
desires, the Crown, usually acting through the Treasury 
Solicitor’s Department, will no longer decide for itself the 
vital point as to whether a driver was on duty at the time 
of the accident, but will refer the decision to an independent 
person nominated by the Lord Chancellor. .This concession, 
of course, will meet the charge which has been made so often 
that it is improper that if a Department wishes to take up 
the position that an accident was outside the scope of its 
servants, it should be judge in its own case, and it obviates 
the impropriety of the Crown deciding in advance whether it 
will accept liability. At the same time it ‘Is only a con- 
cession and not a reform. The principle remains and at root 
it concerns more cases than those arising from road acci- 
dents. A true basis for justice will not be achieved unti! 
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Government Departments are made liable for all acts of 
proved negligence and bad faith, in the same way as are 
private employers. : 

eascau 


Railway Legislation in Rhodesia 

In his statement to the members of the British South 
Africa Company at the recent annual meeting the President, 
Sir Dougal Malcolm, explained the temporary amending 
railway legislation which has been enacted in Southern 
Rhodesia, Northern Rhodesia, and the Bechuanaland Pro- 
tectorate. It became certain that at September 30, 1940, the 
statutory reserve account ‘of Rhodesia Railways Limited 
would reach the figure of 2} times the amount of the annual 
service of the debenture debt, so that in the year beginning 
October 1, 1940, although the railways might pay a dividend 
of £150,000 as against the previous figure of £125,000, no 
further provision could be made for the reserve account 
and all anticipated realised income in excess of that required 
for the debenture service and for a dividend of £150,000 
would have to be given away in reductions of rates. Any 
changes in traffics in an adverse direction might have meant 
a deficit on the railway budget with consequent necessity 
of again raising railway rates to make it good. It was 
agreed with the Governments concerned that it was advis- 
able to maintain rates as in force on June 1, 1941, to keep 
the reserve account at the figure of 24 times the loan ser- 
vice, to keep the dividend provision at the figure of £125,000, 
and to allow any surplus realised income to go to the rates 
stabilisation account for the time being without any upward 
limit to that account. This would provide substantially 
increased stability for the railway financial structure and 
greatly diminish the probability of undesirable fluctuations, 
in rates. The company’s proprietary interest in Rhodesia 
Railways Limited is represented by its holding of 1,615,601 
shares out of 2,005,767 issued shares of the Rhodesia Rail- 
ways Trust Limited, which holds the whole of the share 
capital of the Rhodesia Railways Limited, namely 500,000 
shares of £1 each. 


Rhodesia Railways Limited 

The business done by the Rhodesia Railways during the 
year ended September 30, 1940, on whicf the report has 
recently reached us, progressed on a very satisfactory basis. 
Gross revenue amounted to £4,970,098, an increase of 
£488,922, or 10-9 per cent. over that of the previous year. 
Operating expenditure, including provision of £547,209 for 
depreciation and renewals, was £3,049,277, or £45,056 less, 
and the operating ratio improved from 69-1 per cent. to 
61-3 per cent., leaving net earnings of £1,920,821 which were 
£533,978 greater. Certain provisions of the railway legisla 
tion of 1935 have been temporarily modified. The main 
effect of the modification is that (a) railway charges shall in 
general be those in force on June 1, 1941; (b) the dividend 
is limited to £125,000, instead of £150,000 per annum plus 
10 per cent. of surpluses; (c) the reserve account is limited 
to 2} times the debenture service (£2,751,755) and all sur- 
pluses are to be credited to the rates stabilisation account, 
which will bear any shortfall in the amount required for the 
annual debenture service. Traffics in the year ended Septem- 
ber 30, 1941, continued to be heavy, and the approximate 
net earnings were £2,525,897. For the first three months 
(October-December, 1941) of the current financial year the 
surplus of gross revenue over working expenditure approxi- 
mates £674,009. The terms of the amending legislation 
apply to the results for the year to September 30, 1940, and a 
dividend of £125,000, less tax, was paid on June 25, 1941, 
and it is proposed to pay a further dividend of £125,000 in 
respect of that year. 
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Learning the Rules 

Rapid expansion of railway operating personnel, now being 
forced on American railways by heavy wartime increases in 
traffic, brings with it special problems in the education of 
inexperienced enginemen and trainmen. None of the 
trainees can become safe or efficient workers until he has 
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acquired a thorough knowledge of operating rules, and fhe 
business of imparting this knowledge has now to be carried 
out almost on mass education lines. The difficulty is ay 
the greater in that the majority of the employees are work. 
ing long hours, and so have little off-duty time for study; yet 
some means must be found whereby the necessary familiarity 
with the rules is obtained, if serious accidents are to be 
avoided. The older hands can be very helpful in teaching 
the recruits, if their interest is aroused sufficiently, but the 
operating officers must continue, of course, to bear the major 
responsibility. One method adopted by a leading American 
railway has been to institute a ‘‘ rules question-and-answer ”’ 
forum in one of its busiest areas, in which at meetings 
throughout the district the rules were carefully and interest. 
ingly explained, by the question-and-answer method. They 
subsequently formed the subject of daily discussions, not 
only among the recruits, but among the older staff as well: 
the latter took a renewed interest in the rule-book, not only 
in order to be able to answer questions, but also to ensure 
that they would not be embarrassed by some of the younger 
men having a better working knowledge than their own 
A “‘rule a day ’’ programme is another useful means fot 
impressing on inexperienced employees the necessity for a 
thorough knowledge of train rules. 


Great Western Commonsense 

For a long time past it has been necessary to run a number 
of long-distance trains in duplicate, in certain cases at week 
ends only and in others daily, and mostly in the interests of 
servicemen, in order to avoid the overcrowded, unwieldy 
trains, and unpunctual running that would otherwise be 
inevitable. The omission of intermediate stops by some of 
these relief trains results in running and arrival times that 
may differ considerably from those appearing in the publi 
timetables, and passengers are thus left in a state of ulcer 
tainty. In its new summer service, operative from May 4, 
the Great Western Railway has taken a commendably sensible 
line in this matter by incorporating relief trains in its regular 
timetables. One notable example is the 8.50 a.m. from 
Paignton to London, which runs through from Newton Abbot 
to Paddington ahead of the 8.30 a.m. from Plymouth, and 
by missing out the stops at Exeter and Reading not onl 
divides the traffic equally between the two trains, but also 
gives the Torbay passengers an arrival 25 min. earlier, at 
1.35 instead of 2 p.m. Another advantage is that it should 
put an end to inaccurate statements in the daily press at 
holiday periods that extra trains are being run contrary to 
the instructions of the Minister of War Transport, when they 
are only second portions of regular trains. Another excellent 
feature is that the relief trains on Saturdays which have pre 
viously been run to cope with the traffic, are spread well over 
the day from Paddington, instead of badly congesting the 
terminus by forming two or three portions of the same 
train. These services, which operate between mid-July and 
mid-September, and last year were announced by poster at 
the last minute, this year are also included in the timetables 
They are at 9.35 a.m. and 2.15 p.m. to Minehead, 11 a.m 
to Newquay and Penzance, 12 noon to Kingswear, 3.30 p.m 
to Paignton and Plymouth, and 3.55 p.m. to South Wales 
with corresponding return trains. 


The Baltimore & Ohio RR. and New York 


Permission has been given by the Interstate Commerce 
Commission to the B. & O. RR. to abandon passenger opera- 
tion between Philadelphia and Jersey City. Hitherto the B. & 
O. has obtained access to New York over the lines of the 
Reading Company for 56} miles from Philadelphia to Bound 
Brook junction, and over 32 miles of the Central of New 
Jersey thence into Jersey City, whence communication has 
been made by ferry—ot latterly by motorcoaches through the 
under-river tunnels—across the Hudson River into the heart 
of New York. For many years the Baltimore & Ohio has 
competed with the Pennsylvania for the traffic between New 
York, Baltimore, and Washington, and this has produced 
such well-known B. & O. streamline services as the Royal 
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Blue and the Columbian, while other B. & O. expresses, 
worked by that company throughout, have given through 
service between New York, Chicago, and St. Louis. But it 
has been a losing battle, for the Pennsylvania has had the 
double advantage of its terminal in New York City, and in 
later years its electrification, which has resulted in a con- 
siderable intensification and speeding-up of both the New 
York—Washington and the through Pennsylvania services. 
fo crown all, the Baltimore & Ohio, which claims to have 
operated between Philadelphia and New York at a consider- 
ible loss for some years past, is now faced with a rolling 
stock tax demand from the State of New Jersey increased 
from $13,000 to $285,000, under the new Railroad Tax Law 
enacted by that State in 1941. For the present, however, no 
change is being made in the through working of B. & O. 
trains into Jersey City, and they will presumably be manned 
by Reading and C. of N.J. crews from Philadelphia. 


Tank Locomotive Efficiency 


The claim that tank locomotives have the advantages of 
being self-contained on the one set of frames, can run 
equally well in both directions, and do not require turning 
between trips as in the case of engines with tenders, has 
been made so often as to require no repetition here, but it is 
of interest to note that a more extended use today is being 
made of tank locomotives for longer-distance trains, especi- 
ally those serving residential areas. Some of these trains are 
now being made up to represent quite respectable total loads, 
und the abolition of first class compartments has had the 
effect of raising the passenger carrying capacity even though 
the number of vehicles may not have been increased. Loco- 
motives of the tank classes are nowadays regularly employed 
for working passenger trains of between 200 and 250 tons over 
distances of 65 to 70 miles, some of them in accordance with 
stopping schedules and others with less frequent stops, the 
timing of which involves some really high speed running for 
several miles on end. Cases of this kind are to be found on 
more than one railway and a good example is that of the 
Northampton-Euston service of the L.M.S.R., previously 
worked almost entirely by 3-cylinder compounds, ‘‘ Prince 
f Wales ’’ class 4-6-0s, or Mr. Stanier’s excellent class 5 
engines. More recently these trains have been handled almost 
daily by his 4P class 2-6-4 tanks, some with two and others 
with three cylinders. These show to advantage in accelera- 
ting trains and taking them at high speeds on such 
stretches as Cheddington—Watford and Watford—Euston, 
non-stop in both cases. On other trains, stopping at practi- 
ally all stations between Northampton and Willesden, they 
do some really excellent collar work and show to advantage 
n working smartly up to Tring from Bletchley with two 
ntermediate stops. 
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The Country Branch 

Branch-line train services are often the target of un- 
leserved criticism and even ridicule. Wartime passengers, 
who were previously accustomed to the door-to-door service 
of their own cars, are often shocked and surprised to find 
that the nearest main line to their destination sets them down 
at a junction some miles away, whence they must proceed 
ina branch-line train of an aspect admittedly less magnificent 
than the express they have just left. Adverse comment 
begins with uncomplimentary observations on the somewhat 
harder seats, then reaches a crescendo when it is discovered 
that the perverse and unhurried train is actually going to 
wait for another connection which is running late, instead 
f sallying forth at once for the benefit of those already on 
board and leaving latecomers stranded. If it is learned that 
local custom—probably more in affection than contempt— 
has bestowed upon the train an undignified nickname, new- 
omers making their first journey over the line seize upon it 
with glee and store it up for retailing to acquaintances who 
may be contemplating the same journey. Few except the 
now scattered company of railway enthusiasts can yet be 
found to spare a kind word for the country branch, despite 
its new importance to a much-increased section of the com- 
munity consequent upon petrol restrictions and wartime 
travel needs. 
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Should the State Own or Run the Railways ? 
ME SAMUEL COURTAULD’S “ reflections’? on the 

future relations of Government to industry, which he 
has contributed to the April number of The Economic Journal 
were the subject of brief comment in THE RatLway GAZETTE 
last week. Throughout his article, which is entitled ‘‘ An 
Industrialist’s Reflections on the Future of Government and 
Industry,” he shows a predilection for some measure of 
Government control of industry, but although he indicates 
that this should only be an over-riding control without inter- 
ference with the day-to-day running of business, there will 
be many who take exception both to his hypotheses and to 
his reasoning. He claims that there is a good deal to be said 
for nationalising transport but makes no reference to canals, 
coastwise shipping, and air services and appears to think that 
the railways could be dealt with in isolation except as to the 
control of rates. 

Many books and hundreds of articles have been written 
on the subject of nationalisation of railways, but at this stage 
one would have imagined that the theory of ‘‘ monopoly ”’ 
had worn a trifle thin so far as railways are concerned. Yet 
Mr. Courtauld claims that ‘‘ such a vital monopoly as this 
the railways] could only be entrusted to the Government ” 
and he asserts that the railways have shown so few signs of 
progress and initiative for the last sixty years or so 
that there seems to be little valuable of that kind left 
among them to be killed.* Sweeping statements, unsup- 
ported by any examples, indicate not merely lack of know- 
ledge, but detract greatly from any value that Mr. Courtauld’s 
contribution to the admittedly important problem of future 
relations between industry and the State might otherwise 
possess. ‘The assertion that railways have shown few signs of 
progress and initiative for the last sixty years is really 
ludicrous. Compare train speeds, freight traffic facilities, 
cheap ticket facilities, frequency of services, carriage design 
and fittings, restaurant cars, corridor and lavatory coaches, 
train lighting, train heating, locomotive design, train-loads, 
suburban and main-line electrification, automatic and colour- 
light signalling, safety precautions, station design, and the 
amenities of railway cross-channel steamers, railway hotels 
and refreshment rooms, and last but not least wages and service 
conditions, with those prevailing in 1882. In fact, on the 
subject of transport, as indeed, in other instances, Mr. Court- 
auld has touched only. upon the fringe of the problem and is 
more than a little inclined to ignore, or to sweep aside, practical 
aspects of some of the changes he suggests. He states that 
the State already owns the largest share of the capital invested 
in road transport—that is in the roads themselves, and adds 
that even if it is not to own the road vehicles ‘‘ the State 
should at least control their rates, fares, and running schedules 
much more closely and it should equalise the financial burdens 
(capital charges, rates, taxes, etc.) of road and rail transport.”’ 
It is not a new idea that this should be done, but Mr. Court- 
auld gives no detailed suggestion as to how it could be achieved 
and there are many who have devoted a. deal of skill, intimate 
knowledge of the problems involved, and the results of a life- 
time of association with transport who could apprise him 
of some of the great difficulties involved. 

It would, of course, be possible for the State to acquire 
the permanent way and terminals owned by the railways, 
leaving them to carry on the operational and maintenance 
work without the necessity of earning sufficient interest to 
remunerate this capital expended on providing the lines. 
This would go a long way to equalise the future position of 
the railways in relation to road transport and would enable 
the present level of charges to be reduced considerably. It 1s 
certainly illogical that the railways and canals should have 
to bear the full burden of remunerating the capital expended 





* Extract from Mr. Samuel Courtauid’s article :— 

Should the State own, or run, the railways 2? There is a good deal to be said for 
nationalising transport. The railways have been largely amalgamated in recent years, 
but there is still too much overlapping, and it might be better that a close network 
covering a small country like Britain should be under one ownership. Such a vital 
monopoly as this could only be entrusted to the Government, and, moreover, railways 
have shown so few signs of progress and initiative for the last sixty years or so that there 
seems to be little valuable of that kind left among them to be killed. 

The State already owns the biggest share of the capital invested in road transport- 
that is, in the roads themselves. Even if it is not to own the road vehicles, the State 
should at least control their rates, fares and running schedules much more closely, 
and it should equalise the financial burdens (capital charges, rates, taxes, etc.) of road 
and rail transport. 
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upon providing their permanent way while their principal 
competitor, road transport, is free of all such liability. 

Mr. Courtauld states that ‘“‘ There is a good deal to be 
said for nationalising transport,’”’ but it can equally be said 
that there is a good deal to be said against such a proposal ! 
[t is certainly not necessary to nationalise the railways in 
order to secure some measure of Government control, as this 
has been in existence for many years past. Unfortunately, 
the control exercised has proved to be one of the handicaps 
which has prevented the development of the railways in many 
ways, and, whatever system of Government control may be 
considered desirable there can be little doubt that many of 
the onerous restrictions placed upon the activities of the 
railways should be removed. If the Government adheres to 
the view that the railways of the country should be conducted 
on a self-supporting basis or a partially self-supporting basis, 
as in the case of road transport, there are many possible 
alternatives to nationalisation which should receive con- 
sideration. On the other hand, if the Government decides 
that in the national interest transport charges cannot be 
maintained at an economic level, there would appear to be 
no alternative to State ownership in some form or another. 

On more general grounds, Mr. Courtauld argues that indus- 
tries of many kinds have grown so much and have become 
so all embracing that they affect the well-being of the whole 
community to such a wide extent that it is the duty of the 
Government to control them with the utmost vigilance, and 
even to give them direct orders in crises other than war. 
This does not seem to square very well with his further 
statement that the Government should have directors on the 


boards of all companies above a certain size and that smaller 


businesses should be grouped together in some way, apparently 


to bring them above that size, so that they aiso could be 


afflicted with Government directors. 


Double Wire Outers in India 


HE Indian outer signal, practically an outer home but 
placed above the distant signal—or warner as it is 
called—plays an important: part in the regulations referring 
to the widely used Class B station working, as will have been 
evident from the articles on signalling in India that have 
appeared in our columns during the last twelve months. Its 
reliable working is essential and the conditions often obtain- 
ing, with native staff and the practical difficulties arising 
from extremes of temperature and other circumstances, make 
the risks that can arise from irregular functioning of an outer 
at times considerable. In the Indian Quarterly Technical 
Bulletin Mr. A. C. Rose, Deputy General Manager, Madras & 
Southern Mahratta Railway, discusses the general question 
of the “‘ problem of the drooping outer’’ and points out 
that it has been accentuated in recent years, due to increased 
speeds and weights of trains necessitating a longer sighting 
distance, which sometimes has meant placing the outer 
further from the lever. Some years ago his company experi- 
mented with an outer worked by double wire, with compen- 
sator gear, but eventually discarded the latter and contented 
itself with adding a seturn wire and retaining part of the 
signal balance weight as a safeguard against a breakage of 
that wire. Compensation and cam drive apparatus pro- 
vides, Mr. Rose admits, a somewhat wider margin of safety, 
but the simpler equipment referred to gave excellent results 
and was found to be a remedy for the majority of drooping 
signals. Temperature changes were found to be easily over- 
come; the signal lever worked like a point lever with 
‘spring ’’ on both sides. Actually the problem includes the 
warner signals also and becomes more serious with combined 
or slotted signals, for although a drooping single signal is 
obvious, with only one wire of a double slotted signal tight 
or fouled, the defect does. not become apparent until the 
other wire is operated, when the tight wire causes the arm 
to droop. In India, it may be remarked, presumably for 
reasons of economy, it is not the practice to repeat slot 
balance levers, which is somewhat inconsistent, for they 
cannot usually be seen from the operating lever. 
The M. & S.M.R. has had a large number of double wired 
outers working very satisfactorily for the last ten years. On 


April 24, 1942 


a straight track, using 16 in. and 18 in. pull and return wire 
strokes respectively, a simple outer has been worked at 
3,083 ft. from the lever, and perfect action has been secured 
with a slow and easy pull and push with one hand. Although 
this method of working can be looped in to a disengager, 
the cabin type of electrical reverser lessens complication and, 
in Mr. Rose’s opinion, is to be preferred. When putting one 
of these signals into operation the practice is to connect it 
up, with the minimum amount of effective balance weight, 
to the pull wire only, using as much stroke as is just neces 
sary without a gain stroke wheel and, if required, a tem- 
porary back tail weight. When the signal is working to 
satisfaction the weight on the balance lever is reduced by 
about a third, the return wire is connected to that lever at 
the same distance from the fulcrum as the front wire, the 
back tail weight is removed from the lever in the box and 
the return wire coupled up to give a tight connection, with 
about 3 in. more stroke than the pull wire. Although experi- 
ence has not shown the addition to be really justified, experi- 
ments are being made with a disconnecting mechanism 
designed to release the pull wire from the signal balance lever 
in the unlikely event of the return wire breaking. Similar 
arrangements have long been known on the continent and 
were fairly generally applied where signals were operated 
directly, without cam mechanisms. Mr. Rose observes that 
single wire worked signals are extremely susceptible to 
mischievous interference, which has to be reckoned with in 
India, and this affords a strong argument in favour of double 
wires for outers and warners, as well as advanced starting 


- signals at a distance from the signal box. 








LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents 


Interlocking Junction Points 


Estagao da Luz, 
Sao Paulo, Brazil 
January 12 
To tHE Epiror oF THE RAILWAY GAZETTE 

S1r,—With reference to the Dolphin Junction accident report 
on page 567 of your issue of November 28, 1941, and editorial 
remarks in the same issue, some prominence is given to the 
subject of junction-locking, stressing the risks to adjacent traffi 
incurred by interlocking junction-points so as to turn them int 
runaway trap-points. A solution to this problem would seem to 
be suggested on page 94 of the recent publication ‘‘ Railway 
Signalling & Communications.”’ 

As-will be seen, a recommended method of trapping a “ set- 
back ’’ is to work the tongues of trailing junction-points inde- 
pendently, and so make them into wide-to-gauge trap-points; 
and I suggest that if this principle were applied to the facing- 
points (with suitable F.P.L. sliding split-stretchers) it would 
obviate the objectionable deviation of runaway trains into another 
running road. True, there remains the problem of ‘‘ onrush 
of a fast runaway, but this might be solved by increasing th 
distance between the two parallel crossovers, at any rate wher 
there is sufficient room to do so. 

Yours faithfully, 
Cc. P. B. HODGSON, 


Member, 
Institute of Railway Signal Engin 


The separate operation of point tongues appears not strictly 
to conform to British official requirements, but evidently has 
been agreed to in certain cases, though never, we believe, for 
facing points in a running line. We think it would be possible 
to construct such points, however, and in countries where point 
tongues are never connected by ordinary stretchers and are always 
trailable, our correspondent’s proposal occasionally has _ been 
adopted. The risks involved at crossover junctions can never be 
completely covered and the problem is to some extent a choice 
of evils. Nothing, of course, can protect against movements on 
the inner lines at a right-hand junction after a crossover move- 
ment is sanctioned if block rules are broken and signals dis- 
obeyed. With wide-to-gauge points an over-run must result i 
derailment, whereas with the ordinary arrangements mischief may 
not necessarily follow; variable factors determine the comse- 
quences, Our correspondent will since have seen a further .con- 
tribution to this interesting matter in our combined issue of 
December 19 and 26, 1941, p. 650.—Eb. R.G.} 





rece! 
whic 
Cour 
Qs. € 
work 
he e 
milk 
heav 
who 





1942 


0 Wire 
ed at 
cured 
hough 
gager, 
1 and, 
ig one 
lect it 
eight, 
neces 

tem- 
ng to 
ed by 
ver at 

the 
x and 
, with 
x peri 
x peri- 
anism 
» lever 
imilar 
t and 
erated 
s that 
le to 
ith in 
louble 


arting 


y 12 


report 
litorial 
to. the 
traffic 
m int 
em ti 
ailway 


" get- 
; inde- 
points 
facing- 
would 
nother 
rush ’ 
ng the 
where 


trictly 
ly has 
e, fot 
ossible 
point 
ilways 
been 
ver be 
choice 
its on 
move 
ls dis- 
ult in 
f may 
conse- 
r .con- 
sue Ol 


April 24, 1942 


THE RAILWAY GAZETTE 


THE SCRAP HEAP 


Twenty-six thousand L.N.E.R. men and 
women are cultivating 6,143,830 square 
yards of lineside allotments as their share 
n the ‘‘ Grow More Food ”’ campaign. 

* * * 
FEWER TIPs 

A railway porter, summoned before 
Mr. Justice Hodson in the Divorce Court 
recently in respect of costs of a case in 
which he was co-respondent, told the 
Court that his tips now averaged only 
9s, 6d. a week. ‘‘ We have to do heavy 
work which women porters cannot do,’’ 
he explained, ‘‘ and when we are rolling 
milk churns, and handling mailbags, and 
heavy packages we do not meet the people 
who give tips.’’ The summons was 
idjourned indefinitely. 

- ” * 
COAL FOR ITALY 

It was recently stated in the daily 
Press that as an added inducement to 
Italy to join in the war against the Allies 
Hitler promised Mussolini to supply all 
the coal he needed which was computed 
it 12,000,000 tons a year; all of which 
it was added must be conveyed by rail. 
[his, the statement went on, necessitates 
the running of 200 trains a day to convey 
12,000,000 tons of coal in a year, all of 
vhich must travel by the Gotthard route. 
\ssuming the average trainload to be 
800 tons of coal, a simple calculation 
shows that only 40 trains a day instead of 
200 would be required, or if 1,000 tons— 

quite reasonable figure—then even this 
smaller number of trains, a fifth of that 
juoted, would supply a substantial in- 
rease on the basic figure of 12,000,000. 
If, however, it is assumed that the 200 
trains ran seven days a week throughout 
the year and that each train conveyed 
1,000 tons of coal the aggregate would 
then be 73,000,000 tons, or more than 
six times the figure quoted. 

* * * 


‘* By aND LARGE ’”’ 
Like us, we expect many of our readers 
lave been,uncertain as to the meaning of 
the term ‘‘ By and Large’’ which of 
recent years has attained a certain popu- 
arity. We have seen it referred to as 
that meaningless phrase,’’ but accord- 
ing to a correspondent writing to The 
Spectator it is one of the expressions de- 
rived from seafaring which have passed 
nto general, metaphorical usage. The 
ntter end and Taken aback are two 
thers; perhaps the commonest. Most of 
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them belong to the days of sail. A ship is 
(or was) said to be sailing By (the wind) 
when her course makes an acute angle 
with the direction of the wind: Large 
when the angle is obtuse. In the nature 
of things she must do one or the other, 
so that metaphorically By and large is the 
equivalent of ‘‘In the aggregate ’’ or 
‘* Taken all round.”’ 
* * * 


Desit BALANCI 
At Tottenham court: 
Clerk: Do you know anything about 
your husband? 
Wife: Quite a lot—but nothing to his 
credit. 
* * * 


Wartime regulations have made changes 
in the conditions of sale attaching to railway 
auctions. <A catalogue before us relating to 
a recent auction shows against the lots the 
number of coupons required and points out 
that purchasers of the lots must hand in the 
coupons with payment. In the case of 
second-hand clothing included in the sale, 
coupons are required if the lots exceed a 
certain maximum price and it falls to the 
auctioneer to announce, at the time of the 
sale, whether those prices have been 
exceeded. Some goods are sold subject to 
the provisions of General Licence Statutory 
Rules & Orders, 1941, No. 1254, and to 
purchase any of some 30 lots it was essential 
to hold a licence from the Minister of 
Supply, Iron and Steel Control. 


* - 7 


APPLE JITTERS 
‘I had two pints of cider and didn’t 
know what I was doing,’’ said a man at 
London Sessions today.—From ‘“‘ The 
Evening News.”’ 
* *” * 


SUPERFLUOUS CIVIL SERVANTS 

Complaints about serious delays in find- 
ing other work for Civil Servants marked 
down for transfer from superfluous staffs 
have been made by Civil Service staff 
organisations. Staffs of the Department 
of Overseas Trade were told—several 
weeks ago—that their numbers were to be 
reduced from 230 to 100. Since that 
date nothing further has been done, 
although there is insufficient work for the 
excess staff. Delay in this case is believed 
to be due to the fact that the Department 
wants to keep more higher grade officers 
than is considered necessary by the 
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Treasury. More than 40 of the 100 to 
remain will be in grades receiving more 
than £500 a year, and 14 will be in £1,000 
a year grades. Recently, when the Assist- 
ance Board discharged 2,000 of its staff 
as redundant, only 700 had been re-allo- 
cated when the month’s notice expired. 
From ‘‘ The Evening News.’’ 


* * * 


SoME CorPSE, THIS 
‘“ The British Empire is like a man at 
the point of death ’’—Dr. Goebbels. 


* * * 


CROSSING THE LINE 

Divergence in wording of the signs of 
stations indicating to passengers the lawful 
manner of passing from one platform to 
another is indicated by the following 
examples : 

Cross the line by this bridge (generally 
used on the G.N.R.). 

Cross the line by the footbridge only (at 
Peterborough, G.N.R.). 

The public must not cross the line on the 
fevel, but by the bridge. By Order (at 
Ingrow, G.N.R.). 

Passengers must cross the line by the 
bridge (Hest Bank, L.M.S.R.). 

Passengers are earnestly requested to 
cross the line by the bridge (Steeton, 
Midland Railway). 

Passengers must cross by 
(Grange, L.M.S.R.). 

Passengers are requested to cross the 
line by the bridge. It is dangerous to cross 
the rails (Arnside, L.M.S.R.). 

Notice. Passengers are requested not to 
cross the line except by the subway (Carn- 
forth, L.M.S.R.). 

The public are not allowed to cross the 
lines (Hemel Hempstead, L.M.S.R.). 


the subway 


x ~ * 
SPRING SONG 

The year’s at the spring, 

And morning’s at seven ; 
The B.B.C. news 

Assaults earth and heaven. 
The lark’s on the wing, 

The milkboy is prancing ; 
The Rooshians resist 

And the Japs are advancing. 


The balloon’s in the sky, 
The wardens on duty ; 
The day, when it’s high, 
Will perhaps be a beauty, 
But just at the moment 
It’s damnably chilly- 
It’s five a.m. really, 
Which seems a bit silly. 
Lucio in ‘* The Manchester Guardian.”’ 
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THE RAILWAY GAZETTE 


OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


UNITED STATES 


Level Crossing Collisions 

The aggregate effect of careless motoring 
on railway operation in the United States 
has been the subject of a recent survey by 
Mr. Charles E. Hill, General Safety Agent, 
New York Central System. Every month, 
on the basis of recent statistics, an average 
of 702 freight and 435 passenger trains is 
delayed by level crossing collisions, with a 
total delay in the former case of 460 hr. and 
in the latter of 200 hr. ; each day 38 trains 
are delayed by an average of 22 hr. The 
fact that in the U.S.A. the customary 
method of rail and road crossing is on the 
level is, of course, a contributory factor 
so far as the railways are concerned, but 
the carelessness of road drivers is empha- 
sised by the fact that 82 per cent. of these 
accidents occur at crossings where the 
railway has the added protection of flashing 
light warning signals, gates, or watchmen. 
One-third of them are caused by motorists 
running their cars into the side of trains. 
Apart from the loss of life and damage to 
rolling stock, Mr. Hill regards the unjustifi- 
able delay to trains so caused as a serious 
impedance of the American war effort 


Rolling Stock Orders 

The number of freight wagons on order 
by American railways at the beginning of 
February was the highest on record; it 
totalled 68,070 as compared with 41,600 at 
the same date in 1941. The former figure 
included 41,959 box wagons, -21,260 coal 
wagons, 1,274 refrigerator wagons, and 
2,244 flat wagons. Also on February | the 
railways had on order with the builders 543 
locomotives, 249 steam and 294 diesel, 
diesel-electric, or electric ; the correspond- 
ing figures on February 1, 1941, were 238, 
120, and 118 respectively. During January 
of this year the remarkable total of 8,143 
new freight cars went into service—an 
average of 263 a day—as compared with 
6,525 in January, 1941 ; these were accom- 
panied by 26 new steam and 45 new diesel- 
electric, diesel, and electric locomotives, 
71 in all, whereas the corresponding total 
in the previous year was 15 steam and 32 
diesel, or 47 locomotives. 


American Railway Employees 

By January, 1942, the total number of 
employees on American railways had 
reached 1,168,706—an increase of 14-8 per 
cent. over the figure for January, 1941. An 
analysis showed that there has been an 
increase in every reporting group ; in these 
various groups, executives, officials, ‘and 
staff assistants are 5-5 per cent. up; pro- 
fessional, clerical, and general staffs, 13-5 
per cent. ; staffs engaged on maintenance of 
track and structures, 17-0 per cent., and on 
maintenance of equipment and stores, 16-6 
per cent. ; transportation staff increases are 
divided as between 15-6 per cent. in train 
and engine service, 11-9 per cent. in engine 
sheds, and 9-2 per cent. in other duties. 
Somewhat curiously, the January staff total 
shows a decrease of 1-3 per cent. on that of 
the previous month. 


Awards for Express Agency Drivers 

During 1941 twelve thousand drivers of 
road motor vehicles on express freight 
service operated without a single accident, 
and will receive safe-driving merit cards for 
their excellent performance. Their hazards 
are regarded as being above the average, for 
their vehicles must be driven in the most 
congested areas of cities and towns at times 
of the heaviest local street traffic. Yet at 
least 3,000 of these men have kept clean 


records since the Express Agency first 
instituted this plan in 1935, and a number 
of these have had no casualties of any kind 
since the accident statistics were first 
inaugurated in 1918. The Express Agency’s 
safety plan, now in its eighth year, involves 
an extensive system of supervision and 


* instruction of employees in safe methods of 


driving. 


ARGENTINA 


Increased Railway Tariffs 

After repeated appeals to the Argentine 
Government by the foreign-owned railways 
for permission to increase their tariffs, and 
thus enable them to meet increased working 
expenses, which have become still heavier 
since the war, due to higher costs of fuel 
and other materials, this long-deferred 
concession has been granted. A Govern- 
ment Decree, issued on March 5, and 
summarised in THE Railway GAZETTE of 
March 13, authorises the railways to 
increase their passenger fares by 5 per 
cent. and goods rates by 10 per cent. 
within one month from the date of the 
Decree. These increases are to remain in 
force for one year. Part of the additional 
revenue will be applied to the suspension 
of the wage retentions, pending a permanent 
settlement of this question between the 
companies and the employees ; the balance 
is allocated to the railway pension fund. 
Thus, neither the railways nor their share- 
holders stand to gain any direct benefit 
from the higher tariffs; the companies’ 
request for a more favourable rate of 
exchange, which would have been a real 
alleviation to one of their most pressing 
difficulties, has been refused. 


Labour Agitation 

For some months past the railway unions 
had been agitating for the suppression of 
the wage retentions authorised by the 
Presidential Award of 1934. To this the 
companies were unable to agree, because 
of the financial situation, unless the Govern- 
ment was prepared to concede them an 
increase in the tariffs and a more favourable 
rate of exchange. The agitation amongst 
the men came to a head at the end of 
February, when the outside staff on all the 
foreign-owned lines started a series of 
partial strikes, despite the fact that the 
Government had notified the unions that 
such action was unjustified and would not 
be tolerated. Eventually, as the result of 
the personal intervention of the Vice- 
President of the Republic, Dr. Ramén 
Castillo, the unions agreed to call off the 
strikes, pending a solution to the dispute. 
The stoppages lasted only one day. 


Terms of the Decree 

The preamble to the Decree authorising 
the increased tariffs mentions that both 
the companies and the men had expressed 
a desire to abolish the wage-cuts, which 
were brought into force due to the fall in 
the receipts. The Government wished to 
avoid having recourse to exceptional mea- 
sures, and considered that the remedy for 
the existing difficulties should be sought 
within the sphere of railway economics. 
Legal and economic reasons made it impos- 
sible for the Government to accede to the 
request for a more favourable rate of 
exchange, which had been solicited by both 
the companies and the employees, as a 
means towards increasing the railway 
revenue. The Government also shared the 
anxiety of both the railways and the men 
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as to the precarious situation of the railway 
pension fund. A Bill embodying certain 
proposals for placing it on a solvent basis 
had been sent to Congress, and the author- 
ised increases in the tariffs would further 
assist towards this end. 

Art. 1.—The railways operating under 
national concessions are empowered to 
increase their passenger tariffs up to 5 per 
cent. and their goods tariffs up to 10 per 
cent., 30 days after the date of this Decree 
and for the period of one year. 

Art. 2.—For the purpose of carrying out 
the conditions of the Decree, the railways 
will keep the necessary accounts, to alloy 
of an exact estimate being made of the 
increased revenue derived from the higher 
tariffs. 

Art. 3.—The National Railway Board 
will control these accounts, for which the 
necessary personnel will be employed 

Art. 4.—The additional receipts derived 
from the increased tariffs shall be applied 
to the suspension of the present system of 
wage retentions, while a definite under- 
standing is arrived at between the com- 
panies and their staffs as to the standards 
to be applied to their working contracts 
The balance will be devoted to the railway 
pension fund. a 

Art, 5.—Within the period stipulated for 
the increases established in Article 1, the 
Ministry of Public Works will name a 
commission which will put into practice 
the recommendations made by the National 
Railway Board in the study ordered by 
Decree No. 56,648, the expenses connected 
with the work of the said commission to hx 
defrayed by the companies. 


The Government and the Railways 

The attitude of the Government towards 
the railway dispute was set out in a state- 
ment issued by the Ministry of Publi 
Works, in which he contested the com- 
panies’ claim for preferential treatment in 
the matter of exchange, which was sup- 
ported by the men on the grounds that 
such a concession would enable the wage- 
cuts to be cancelled. 

Summarised, the Government’s rejection 
of the companies’ reiterated appeals for a 
preferential rate of exchange is based on 
the ground that in this matter the railways 
are in the same position as any other 
industry, and that for the Government to 
burden the national exchequer with the 
contribution suggested would create 
dangerous and unconstitutional precedent 
The Ministry’s note also suggested that the 
companies had been unduly exacting in 
their application of the wage-cuts authorised 
under the award of 1934; and finally 
hinted that the position of the railways 
was much better than they admitted, as 
shown by the fact that they, were renewing 
materials, renovating rolling stock, and 
increasing salaries. 


The Companies’ Reply } 

The Board of Railway Managers and 
Representatives replied to the above note 
in a memorandum in which they courteously 
but clearly refuted the Governments 
arguments. As to the application of the 
award, the note stated that the companies 
had not only strictly adhered to its provr- 
sions, but had, as far as possible, mitigated 
its effects on the workmen. In this con- 
nection the note mentioned that the report 
of the Ministry of Public Works for the 
year 1940 stated that, although the amount 
of the retentions which the companies were 
entitled to make between 1934 and 1939 
was 20,033,991 pesos under the award, 
they had only retained 9,820,389 pesos 
All the details connected with the appli- 
cation of the award had been carried out 
under the direction of the National Railway 
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Board, which had never observed any 
inaccuracy in the keeping of the accounts, 
and when differences of interpretation had 
arisen in considering the items making up 
the expenses, they had been solved by the 
Government departments concerned laying 
jown general rules. 

As to exchange, the note pointed out that 
the difference between the Government’s 
buying and selling rates constituted a tax 
m the railway revenues, which is added to 
and greatly exceeds the amount of the 
single tax permitted by the Mitre Law. 
Further, the railways as a public utility 
service came under the provisions of a 
special statute constituted by the conces- 
sion Jaws, a point of view recently upheld 
by the National Supreme Court. More- 
yer, although commercial interests gener- 
ally had been able to: raise prices and so 
transfer the incidence of the exchange tax 
to the consumer, the railways had been 
bliged to maintain their tariffs, despite 
seriously diminished revenues and enor- 
mously enhanced working costs. 

To the Government’s assertion that it 
had not the power to burden the national 
exchequer with the contribution demanded 
fit, the companies’ note made the rejoinder 
that there existed numerous precedents 
for granting a special rate of exchange to 
different interests, including the railways 
themselves, during the last few years. 

Finally, the Ministry’s contention that 
the railways were very far from bankruptcy 
and were actively renewing their materials 
is emphatically refuted by the companies’ 
note, which states that, with the exception 
ff the Sante Fé Provincial and B.A.G.S. 
Railways—the latter through purely for- 
tuitous circumstances—all the railways are 
under a moratorium. The note further 
points out that for some 12 years the 
companies have paid no dividends to their 
shareholders, and although the contribu- 
tion to the renewals fund, as established 
by law, is approximately 44,000,000 pesos 
a year, the amount allocated to this fund 
during the last four financial years has 
averaged only a little over 5,000,000 pesos 
1 year. (Argentine railway results for 
1940-41, p. 513.) 


SPAIN 


State Railways Tariffs 

The Decree of July 11, 1941, which 
letails the rules and principles for the 
rganisation and administration of the 
National Railway System, lays down the 
principle that the tariffs are to cover the 
working expenses, including pensions, de- 
preciation, and financial charges. The old 
Railway Law of 1877, under which most 
of the railway companies held their con- 
essions, was based on the principle of 
maximum tariffs, which in practice re- 
mained fixed in spite of radical increases 
a cost of wages and materials, and it may 
said that the immobility of charges was 
the root cause of the failure of the privately- 
wned railways to keep their equipment and 
service up to the standard required by 
modern, conditions, and led finally to 
nationalisation. The Decree of July 11 
provides for the approval by the Govern- 
ment of a yearly budget, and one of the 
Principal features of this is an automatic 
adjustment of the general tariff scale to 
orrespond with the fluctuations of prices 
and wages. In theory, therefore, the 
budget must always balance or show a 
surplus. Profits go to form sinking and 
reserve funds, but it is important to note 
that the National system is not to be 
burdened with the interest and sinking 
und charges on the capital involved in 
buying out or compensating the companies 
lor their railways and properties taken over. 


THE RAILWAY CAZETTE 


An interesting: innovation is a premium 
bonus, based on, net profit, and payable as 
a percentage of wage or salary to every 
member of the staff. Staff promotions are 
subject to a seniority scale, but with 
exceptions arising out of length of service 
or personal merit. 


Passenger Train Restrictions 

Considerable anxiety has been occasioned 
by the publication, in the Madrid daily Ya, 
of an article signed by Sr. José Maria de 
Pefiaranda, foreshadowing further and 
more radical restrictions on passenger travel. 
It is felt that the article may have been 
inspired. 
gate of the Government for the Regulation 
of Transport, refers to the shortage of fuel, 
and the heavy burden of goods transport 
thrown on, the railways by the almost 
total cessation of road transport. 


Projected New Railways 

The Government has approved the grant- 
ing of a concession to the Oviedo County 
Council for the construction of a narrow- 
gauge railway between Pravia and Cangas 
del Narcea. The line will have a length of 
68 km. (42 miles) and the cost is estimated 
at 70,000,000 pesetas. It will open up a 
new coalfield, which will be placed, through 
the Asturiana company’s railway at Pravia, 
in direct communication with the capital of 
the province. Another new line now: pro- 
posed is a branch of the State-owned, 
metre-gauge railway from Traslavifia to 
Castro Urdiales. The branch would be a 
short line from a point near Brazomar 
down, to tidal water, and it would afford 
a new outlet for the shipment of the coal 
traffic from the La Robla railway. 


New Railcars 
The Beasain works have under construc- 
tion several rapid-service railcars of the 
Italian Littorina type. These are intended 
for new rapid services between, Madrid and 
Salamanca, Valladolid and El Escorial. 
The Compania Nacional de Automotores has 
offered the State Railway Administration 
three railcar trains which it has constructed 
for Chile, and delivery of which has been 
prevented by international conditions. 
Each set is made up of three articulated 
cars, mounted on four trucks, and fitted 
with M.A.N. motors. The maximum weight 
per axle is 20 tons and the cars are built 

to the broad (5 ft. 6 in.) gauge. 


RULGARIA 


Railway Budget for 1942 

Bulgaria’s railway budget for 1942 shows 
receipts and expenditure- equalling each 
other at Leva 3,500,000,000 each, which is 
equal to Leva 227,000,000 less than in 
1941. The route mileage of the country’s 
railways totalled 2,892 km. (1,795-9 miles) 
at the end of the financial year 1929/30, 
but it had increased to 3,527 km. (2,190-2 
miles) by the end of 1940. Including the 
additions within the boundaries of the 
regions occupied by Bulgaria in 1941 the 
route mileage at the end of 1941 worked 
out at 4,900 km. (3,042-9 miles). Per- 
sonnel numbered 15,975, 19,214 and 22,500 
respectively, and an increase to 23,236 is 
expected for 1942. 

Passengers carried during 1941 totalled 
16,700,000 aS compared with 13,880,000 
for 1940, an increase of some 20 per cent. 
No official figures were published for goods 
traffic for the whole of 1941, but some idea 
as to its development may be gathered 
from the fact that goods traffic during the 
first nine months of 1941 was 5,548,600 
tonnes as compared with 4,510,400 tonnes 
for the same period of the preceding year. 

On the assumption that passenger and 
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goods traffic will continue to develop in 
much the same way as in 1941, receipts 
from passenger and goods traffic for 1942 
are estimated at Leva 925,000,000 higher 
than in 1941. 

Expenditure for the regular personnel 
in 1942 is budgeted at Leva 1,320,838,000 
and it is expected to amount to Leva 
290,980,000 for auxiliary personnel. Both 
these items, together with expenditure on 
materials and various other charges will 
total Leva 1,738,182,000. The debt service 
will absorb Leva 108,000,000. 

In connection with expenditure fo: 
rolling stock it is pointed out that Leva 
750,000,000 was saved out of the credits 
allocated for that purpose in 1941. Accord- 
ing to the Bulgarian financial law all credits 
not used during the period for which they 
were granted are forfeited, but a special 
law has been passed enabling the State 
Railways to use this amount in 1942. 


SWEDEN 


State Railways in 1941 

The Swedish State Railways return 
gross receipts amounting to Kronor 
437,000,000 for 1941, or about 21 per cent 
more than in 1940. Receipts from pas- 
senger traffic increased by about 22 per 
cent., or Kronor 28,000,000, to Kronor 
153,000,000. The net increase in this 
respect is Kronor 9,000,000 and is mainly 
curtailment of road motor 
traffic, to the traffic arising from~ the 
transfer of labour, and to leave traffic of 
the armed forces. Goods receipts rose by 
22 per cent., or by Kronor 48,000,000, and 
reached a total of Kronor 270,000,000. 
Allowing for military transport and for 
the goods traffic on the incorporated private 
railways, the net increase of goods receipts 
was Kronor 23,000,000. Of this Kronor 
18,000,000 accrued from the conveyance 
of firewood and the increased volume of 
traffic in respect of charcoal, turf, fodder 
cellulose, commercial alcohol, portable 
wooden houses, and iron ore from North 
to South and Central Sweden is mainly 
responsible for the balance. On the other 
hand, receipts fell from the conveyance of 
mineral oil, cellulose, paper wood, hard 
coal, textiles, leather, metals and machines 


Expenditure, including an allocation of 
Kronor 44,000,000 to renewal fund, aggre- 
gated Kronor 321,000,000 as against 
Kronor 267,000,000 in 1940, an increase of 
about 20 per cent. The working surplus 
was thus Kronor 116,000,000 or Kronor 
22,000,000 more than in 1940, when it was 
Kronor 94,000,000. A factor which has 
been instrumental in the increase of 
receipts and expenditure is the extensive 
incorporation of privately-owned railways 
into the State Railway system during the 
period under review. 

The contribution of the State Railways 
to the interest service of the State debt, 
calculated on the basis of a State capital 
amounting to Kronor 1,007,000,000 bearing 
average interest of 3-84 per cent. amounts 
to Kronor 39,000,000, and there was there- 
fore a net surplus of Kronor 77,000,000 for 
1941 as compared with Kronor 59,000,000 
for 1940. 


The traffic performance of the Swedish 
State Railways in 1941 exceeded the 1940 
level by 14 per cent. and if allowance is 
made for the extension of the State-owned 
system (through incorporation of private 
railways) the increase of the traffic per- 
formance was 10 per cent. The export 
traffic of the Swedish State Railways dyring 
the second half of 1941 exceeded by two 
and a half times the record goods traffic 
performance attained in 1937. 
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NEW TANK LOCOMOTIVES FOR INDIA 


“WW” Class 0-6-2 side tank engines for the North Western Railway 


HE first of the 0-6-2 side tank engines class ‘‘ WW,” 
built for the North Western Railway of India, has now 
been completed at the builder’s works. 

This forms one of a new series of 5 ft. 6 in. gauge loco- 
motives for India comprising five different types of loco- 
motives, some with tenders and others tank-engines, 
particulars and illustrations of which were given in THE 
Raitway GAzETTE for December, 1932. The order for these 
engines, which constituted the ‘‘ W’’ series, was placed 
with the Vulcan Foundry Limited, Newton-le-Willows, 
Lancashire, and it comprised locomotives of the 4-6-2 type 
with tenders and 2-6-2, 2-6-4, 0-6-2, and 2-4-2 tank engines. 
The first engines to be completed were the ‘‘ WV ”’ class 
having the 2-6-2 wheel arrangement and side tanks. 

These locomotives are a new type which the Railway Board 
of India has decided to adopt as a prototype for a standard 
shunting engine to perform the duties of the existing six- 
coupled shunting engines in India. They are built to nego- 
tiate curves of 573 ft. radius without gauge widening. In 
order to conform to the Government of India rules, particular 
care has been taken not to exceed the maximum permis- 
sible axleload of 16-5 tons, and to save weight welding has 
been employed extensively throughout; several parts are 
fabricated, viz., ashpan, cab, side tanks and bunker, smoke 
box saddle, and all frame stretchers. 

The boiler is of the Belpaire type, and the inside firebox 
is made of Colville’s Double-Crown steel, welded throughout, 
with ‘‘ Dunie ’’ steel rigid water space stays and “ Flan 
nery ’’ flexible stays in the zones where fractures are most 
likely to occur. The firebox roof stays are direct with the 
exception of the two front rows which are of the ‘‘ Flan- 
nery '’ flexible type. The tubes are of solid drawn steel, 
and the superheater has an MLS multiple-valve regulator 
header. A steam stand immediately in front of the cab 
has connections for the injectors, ejector, soot-blower, lubri- 
cator, pressuré gauge, and whistle steam cocks. The more 
important boiler fittings comprise two 3 in. Ross Pop safety 
valves, Clyde Mark VII soot-blower, Everlasting blow-off 
cocks, and Klinger water gauges. The boiler feed is delivered 
through a top-feed clackbox by two Gresham & Craven No. 7 
non-lifting injectors. ‘‘ Alfol’’ insulating material is pro 
vided on the firebox back-plate only. The ashpan is of the 
hopper type with front and rear damper doors, and both 
the rocking and drop grates are hand operated. 

As is usual with engines for India, ample windows are 
provided in the cab, which has a driver’s folding seat on the 
right-hand side. The main frames are of steel plates, with 
fabricated plate stretchers. The edges of the platform plates 
are folded; the edge angle is dispensed with to assist in weight 
reduction. The coupled hornblocks are of the double flange 
type fitted with manganese steel liners and Firthag steel 
wedges. Coupled axleboxes are of I.R.S. bronze class I with 
oil lubrication. 

The cylinders as seen are placed outside the frames with 
the steamchests above them; they drive the middle pair of 
coupled wheels and steam is distributed to them by §8-in. 
dia. piston valves operated by Walschaerts valve motion. 
The cylinders are fitted with liners of heat-treated Meehanite 
“A” castings. A Wakefield AC type sight-feed lubricator 
with connections to the steam pipes is located in the cab. 
N.C. by-pass valves are provided on the cylinder steam- 
chests and Britallic packings are used for the piston rods. 
All motion pins have Hoffmann needle roller-bearings with 
soft grease lubrication. 

The eccentric rod return crank bushes have ‘‘ Skefko ”’ 
spherical roller bearings, soft grease lubricated. The coupled- 
wheel balance-weights are of the built-up type, and are 
formed with steel plates and lead fillings. The hub liners are 
made of Meehanite ‘‘ B’’ castings and all crank pins are 
made from alloy steel; the trailing crank pin collars are of 
SKF No. 3 steel. The coupling rods and connecting-rod big 


ends are provided with floating bushes of I.R.S. class [Vv 
bronze; the fixed bushes are of Firthag steel, and hard greay 
lubrication is provided for all bearings. 

The hind truck is spring controlled with straight axlebox 
guides, fitted with manganese steel liners. The plain axle 
boxes are oil-lubricated, and these have been arranged to 
permit of the future application of S.K.F. roller bearing axle- 
boxes. The bearing shoe slides, and also the bearing washers 
of the spring stirrups are of Ferobestos NW1.  Silentblo 
bushes are fitted to the bearing spring stirrup hinges. The 
tanks and bunker are of welded construction. 

A steam brake is provided with an application valve 
operated from each side of the cab. There is also a vacuum 
brake for train working, and a hand brake. A Wakefield hard 
and soft grease.gun is employed for applying’ the lubricating 
grease to the axlebox guide faces, spring, and brake gear. 
Oil lamps are provided in the cab and at front and rear of 
the engine. The leading particulars are as follow :— 

Cylinders (2) 16 in. dia. 
Piston stroke, 22 in. 
Wheels, coupled, dia. 4 ft. 3 in. 
% trailing, dia. 3 ft. 0 in. 
Wheelbase, coupled, 13 ft. 6 in. 
o total, 20 ft. 0 in. 
Boiler, dia. outside, 4 ft. 6 in. 
a length bet. tube plates, 9 ft. 7% in. 
height of centre from rail, 8 ft. 6 in. 
heating surface (18 flue tubes), 238 sq. ft. 
a (79 boiler tubes), 348 sq. fr. 
(firebox), 81 sq. ft. 


(evaporative total), 667 sq. ft. 
(superheater) 182 sq. fe. 


combined total 849 sq. ft. 


Grate area, 14 sq. fe. 
Boiler pressure, 210 Ib. per sq. in. 

The engine develops a tractive force (at 85 per cent. b.h.p.) 
of 19,710 lb.. In working order it weighs approximately 
65 tons 16. cwt. of which 49 tons 8 cwt. rank for adhesion 
The actual weight distribution, i.e. individual axle loads, ar 
shown on the diagram on page 505. 

The design is compact and the engine presents a well 
proportioned and sturdy appearance. The workmanship 
throughout is of the highest class. 








HIGH SPEED TRACK RELAYING IN THE *UNITED STATES.— 
Some new relaying records have been established recently 
by the Illinois Central RR. of America on its Chicago Ter- 
minal. Division. The train service here is normally dense, 


and for minimum interference with traffic it was desired to: 


complete the work as quickly as possible. By careful plan- 
ning, the maximum use of mechanised equipment, and a 
gang of 171 men—148 labourers, 8 machine operators, one 
welder and his helper, 6 signalmen, one signal foreman and 
6 general foremen—a length of 11°70 miles of main track 
was completely relaid with 39 ft. 112 lb. rails in a total of 
four days; a maximum speed in rail laying of 910 rails, or 
3-37 miles, was attained in a_ single day. Three turnouts 
were included in the relaying. - Surfacing the new track, 
which was lifted an average of 2} in., was begun by two 
extra gangs directly the first new rails had been laid, and 
was completed in eight working days. There are 
four tracks at this point, and these simplified the diversion 
of traffic as far as practicable from the line under renewal. 
Similar work was done on another 8-39 miles of line, this 
time single track, between Broadview and Freeport, Ill. 
Here diversion of traffic was not possible, but delay to the 
relaying gang was reduced to a minimum by bunching the 
trains together when possible. Again 112 Ib. rails were being 
laid, and a gang of 160 men completed the rail-laying ™ 
four days, with a top speed of 2-36 miles a day; surfacing the 
relaid track followed, and needed a total of 17 working 
days. The work and equipment was described in detail ™ 
the February issue of Railway Engineering and Maintenance. 
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A NEW MEDIUM SIZE MILLING MACHINE 


The Herbert No. 2 patent Simplimil 


N the milling sections of many engineering works, including 
I railway shops, there is a great deal of repetition work in 
either large or small quantities, and this justifies the 
installation of a simple type of machine, rigidly built to stand 
up to continual operation, and provided with speed and feed 
ranges which will cover a wide range of work. That illustrated 
on this page was specialiy designed by Alfred Herbert Limited, 
Coventry, for this purpose and only those features were 
included which would ensure the greatest efficiency in perform- 
ing the work for which the machine was intended. 
The machine is entirely self-contained ; it is driven by a 
3-h.p. motor housed in the base of the column driving the 


The Herbert No. 2 patent Simplimil machine with self 
contained motor drive 


mainshaft pulley by means of vee-ropes and thence through 
gearing to the spindle and table ; adjustment for belt tension 
is provided. The electrical equipment controlling the motor 
is housed behind a panel at the top of the column, and is 
suitable for 400/440 volts, 3-phase, 50 cycles, A.C. supply. 
The cover plate is mechanically interlocked with an isolating 
switch so that when the cover is opened there is no danger to 
the operator. Start and stop push buttons are mounted con- 
veniently on the front of the column. The stop button 
operates a plugging relay which ensures that the spindle is 
brought immediately to rest when the button is pressed. The 
capacity of the machine is 20 in. by 3 in. « 12 in. 

The main spindle of the machine runs in plain bearings 
ensuring the utmost rigidity, and is provided with a standard 
BSI spindle nose No. 739, 5% in. dia. with non-stick taper. 
Speed and feed changes required for any particular work are 
made by a patent system of pick-off gears housed in the left- 
hand side of the column. They are easily accessible by the 
removal of a panel which isolates the electrical circuit and 


makes it impossible to start the machine until the cover is 
replaced. The pick-off gears supplied with the ichine 
provide a range of eight speeds from 20 to 220 r.p.m. and 
eight feeds from 4} in. to 5 in. per minute; the gears are 
quickly changed. There are no nuts to remove or tichten; 
the gears are retained on the shafts by patent quicl-release 
washers which can be removed and replaced instantly 

The table has reversible automatic longitudinal -d in 
addition to hand motion. Quick power traverse to the 
longitudinal motion is driven by an independent motor so 
that it may be operated whether the spindle is running or 
stationary. The handwheel for operating the table in the 


The quick power traverse to the table is driven by an 
independent motor and is lever-operated 


longitudinal direction is spring-loaded and does not rotate 
when the automatic feed or quick power motion is engaged. 
The transverse and vertical motions are operated by a detach- 
able crank, and graduated dials are fitted. The heavy table 
has large bearing surfaces on the saddle and is provided with 
three 3-in. tee-slots and a trough for the return of the cutting 
lubricant. 

In operation the table is moved to the extreme right-hand 
position by using the quick power traverse or the handwheel. 
The work is loaded on the table or in a fixture and the quick- 
power traverse lever moved to the left to bring the work up 
to the cutters. The lever is then released and the table stops. 
The automatic feed is engaged by raising the feed lever and, 
after the cut, the feed is automatically disengaged by a trip 
dog. Before returning the table to the loading position by 
means of the quick-power traverse, the spindle can be stopped, 
by using the stop button, to avoid return marks by the cutter 
on the work. A geared suds pump driven by belt from the 
main driving pulley is included with the machine. 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. F. Munns, Locomotive & Wagon 
Works Manager, Ashford, Southern Rail- 
way, who, as recorded in our April 17 
issue, has been appointed Works Super- 
intendent, Eastleigh, was educated in 
Yorkshire, and took a three-year full 
engincering course at the Halifax Engi- 
neering College. Later he spent four 
years as a pupil of the late Sir Henry 
Fowler at the Midland Railway Locomo- 
tive Works, Derby, where for three years 


Mr. F. Munns 


Appointed Works Superintendent, 
Eastleigh, Southern Railway 


in succession he won the Directors’ Prize. 
His training completed, Mr. Munns joined 
1 Manchester firm of consulting engineers 
is Chief Draughtsman; he left a year 
later to join Rolls Royce Limited at 
Derby. In 1914 Mr. Munns was ap- 
pointed Machine, Fitting, & Frame Shop 
Foreman at Ashford Works, S.E.C.R. 
After grouping, in 1924, Mr. Munns went 
to Eastleigh, Southern Railway, as Assis- 
tant Carriage & Wagon Works Manager, 
ind in 1929 became Assistant Locomotive, 
Carriage, & Wagon Works Manager. He 
ecame Locomotive Works Manager at 
Eastleigh in 1939, and Works Manager 
it Ashford in March, 1941. 


We regret to record the death on April 15, 
fMr. Hugh Ross, who had been District 
0ods & Passenger Manager, London Mid- 
and & Scottish Railway, Aberdeen, since 
1985. From 1933 to 1935 Mr. Ross was 
Uistrict Goods & Passenger Manager, at 
Ayr. 


Mr. C. A. G. Linton, M.B.E., M.Inst.C.E., 
\ssistant Engineer (Maintenance), Southern 
Xailway, whose retirement on April 30 
vas recorded in our issue of April 17, 
“tved his apprenticeship with J. & R. 
Houston of Greenock, and gained further 
‘xperience of heavy structural steelwork 
vith Arrol’s Bridge & Roof Company, 
lasgow. In 1899 he entered the service 
of the London, Brighton & South Coast 
Railway in the New Works Department, but 
1 1902 transferred to the Bridge Section 


of the Engineer’s Department, South 
Eastern & Chatham Railway. In 1914 Mr. 
Linton was appointed Resident Engineer 
for the construction of the Military Base at 
Boulogne, under the supervision of Mr. 
(afterwards Sir) Percy C. Tempest, K.B.E., 
which work was undertaken by the South 
Eastern & Chatham Railway for the War 
Office. In this connection Mr. Linton 
received the M.B.E. From 1917 to 1918, 
Mr. Linton’s services were lent to R. 
Robinson & Company, of Westminster, and 
he acted as Resident Engineer in charge of 
various works in France, carried out by 


Mr. C. A. G. Linton 


Assistant Engineer (Maintenance) 
Southern Railway, 1923-1942 


that firm. On his return to railway service 
in 1920 he was appointed District Engineer 
in charge of the Tonbridge District, S. E. 
& C.R. and, in 1923, he was appointed 
London East Divisional Engineer, Southern 
Railway, which position he vacated to go 
to Waterloo as Assistant Engineer (Main- 
tenance). 


Mr. C. W. King, Assistant London East 
Divisional Engineer, who, as recorded in 
our April 17 issue, has been appointed 
London East Divisional Engineer, Southern 
Railway, was educated at Dover College 
and then became a pupil of the late Sir P. C. 
Tempest, General Manager & Chief Engineer 
of the South Eastern & Chatham Railway. 
In 1922 he joined the staff of Mr. G. Ellson 
(then Resident Engineer, S.E. & C.R.), and, 
after the formation of the Southern Rail- 
way, was engaged on constructional works 
for electrification schemes, including the 
remodelling of Cannon Street Station, and 
conversion of the Brighton line. In 1933 
and 1934 Mr. King was attached to the 
London East Division, and in 1935 became 
Technical Assistant to Mr. C. A. G. Linton, 
Assistant Engineer (General Maintenance), 
and helped with the organisation for the 
re-arrangement of lines from Waterloo to 
Wimbledon. Later, Mr. King was appointed 
Assistant to the Chief Engineer for Electri- 
fication Works. In July, 1936, Mr. King 
became Acting Assistant Divisional Engi- 
neer, London East Division, and was con- 
firmed in that appointment in January, 
1937. 


Mr. Arthur Dean, M.Sc., Pie... 
A.M. Inst.C.E., Divisional Engineer, London 
East, Southern Railway, who, as recorded 
in our April 17 issue, has been appointed 
Assistant Engineer (Maintenance), Deep- 
dene, as from May 1, 1942, was educated 
at Halifax Technical College, and at the 
City & Guilds (Engineering) College. He 
began his working career in 1923 with 
John Butler & Co. Ltd., the constructional 
engineers of Stanningley, Leeds, and in 
1924 joined the Southern Railway staff as 
a draughtsman in the Bridge Department. 
Later he became a surveyor on strengthen- 


Mr. Arthur Dean 


Appointed Assistant Engineer (Maintenance), 
Southern Railway 


ing, reconstruction, renewal, and testing of 
bridges. In January, 1936, Mr. Dean 
became Assistant Divisional Engineer, 
London West, and held this position until 
October 1 last, when he was appointed 
Divisional Engineer, London East. 


The Secretary of State for the Colonies 
has recently approved the following appoint- 
ments : 

Mr. J. R. 
tant to the General Manager, Railways) to 
be Chief Engineer, Railways, Tanganyika. 


Farquharson (Personal Assis- 


Mr. A. F. Kirby (Assistant Superinten- 
dent of the Line, Kenya-Uganda Railways) 
to be General Manager, Palestine Railways. 

Mr. F. Sander (Accountant) to be Senior 
Accountant, Nigerian Railway. 

The Crown Agents for the Colonies have 
recently made the following appointment :— 

Mr. D. W. Fulton to be Assistant 
Accountant, Sierra Leone Railways. 


Mr. J. E. Montgomrey, B.Sc. (Eng.), 
M.Inst.C.E., M.I.Mech.E., who, as recorded 
in our March 20 issue, is retiring from the 
position of Secretary of the Institution of 
Mechanical Engineers, received his early 
training at the works of the Thames Ship- 
building & Engineering Company. He 
studied at the Central Technical College 
under Professors Unwin and Dalby and 
attained the distinctions of A.C.G.I. and 
B.Sc. (Eng.), with first-class honours. He 
subsequently held the position of engi- 
neering assistant with G. H. Hill & Sons, of 
Westminster, on water supply schemes and 





508 


served throughout the last war in the 
R.G.A. (T.A.) and as a staff captain at a 
home station. He joined the staff of the 
Institution of Mechanical Engineers in 1920, 
and after serving as Assistant Secretary 
was appointed Acting Secretary in 1938 and 
Secretary in 1939. He retired on March 16, 
having then reached the previously agreed 
age limit, but because of war conditions 
will continue for the present to help with 
certain sections of the institution work, 
particularly its educational activities. Mr. 


Mr. J. E. Montgomrey 


Secretary, Institution of Mechanical Engineers, 
1939-42 


Montgomrey has been closely associated 
with educational developments, including 
the National Certificate scheme of the 
Institution of Mechanical Engineers con- 
ducted in co-operation with the Board of 
Education, and has also taken a leading 
part in connection with the institution's 
own examinations. He served as a member 
of the departmental committees on exam- 
inations of engineers in the Mercantile 
Marine appointed by the President of the 
Board of Trade in 1937, and was interested 
in technical education in London as a 
member of the Advisory Sub-Committee of 
the London County Council and for some 
time as a Governor of the Borough Poly 
technic He is now Chairman of the 
Advisory Sub-Committee of Westminster 
Technical Institute, and a Member of the 
governing body of the British Foundry 
School, Birmingham 

Mr. John Soame Austen, Chairman of the 
British Electric Traction Co. Ltd. and of 
the Western Welsh Omnibus Co. Ltd 
Deputy Chairman of the Bolivar Railway 
Co. Ltd., and a Director of the Argentine 
Great Western Railway Co. Ltd., the Villa 
Maria & Rufino Railway Co. Ltd., and the 
Ottoman Railway Holding Co. Ltd., who 
died on January 12 at the age of 8), has 
left £255,879, of which £223,672 is net 
personalty 

Dr. H. L. Guy, F.R.S., M.I.Mech.E., 
who, as announced in our March 20 issue, 
became Secretary of the Institution of 
Mechanical Engineers on March 16, began 
his career as a pupil of the late Mr. T. 
Hurry Riches, Locomotive Superintendent 
of the Taff Vale Railway. He later gained 
diplomas in mechanical and electrical engi- 
neering at University College, South Wales, 
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and also won the Bayliss Prize, a Royal 
research scholarship, and a Whitworth 
Exhibition. In 1910 he joined the technical 
staff of the British Westinghouse Co. Ltd., 
and in 1918 became chief engineer of the 
Mechanical Department of its successor, 
the Metropolitan-Vickers Electrical Co. 
Ltd.; he resigned from that position in 
1941 ; in 1936, he had joined the board of 
the Metropolitan Vickers Electrical Export 
Co. Ltd. He was elected a Fellow of the 
Royal Society in 1936, and later succeeded 


Lafayette 


Dr. H. L. Guy 


Appointed Secretary, Institution of Mechanical 
Engineers 


the late Sir Nigel Gresley as Chairman of 
the Engineering Research Committee of the 
National Physical Laboratory. He received 
the honorary degree of D.Sc. of the Univer- 
sity of Wales. Dr. Guy served as a Member 
of the Council of the Institution of Mechani- 
cal Engineers from 1929 to 1941 and was a 
Vice-President from 1938. 

Mr. William E. Hart, Divisional Super- 
intendent, Birmingham, G.W.R., who, as 


The late Mr. F. A. Sargent 


London Traffic Superintendent, L.N.W-.R., 
1911-1920 


April 24, 1942 


recorded in our April 10 issue, is etiring 
at the end of April, was born at Slough 
and educated at the City of London School. 
He entered the service of the Great Western 
Railway as an apprentice in the Loco. 
motive Shops at Swindon in 18 

after completing his apprentice 
joined the staff of the Civil Eng 
Paddington in 1896. In 1910 
transferred to the Department 
Superintendent of the Line, wher 
engaged on inquiries and schemes con- 


Mr. W. E. Hart 


Divisional Superintendent, Birmingham, G.W.R., 
1929-1942 


nection with goods train working. When 
the war of 1914-1918 broke out, Mr. Hart 
went to Westbury, Wilts., where he took 
charge of the Salisbury Branch, one of the 
vital arteries for the transfer of coal, stores 
and so forth to Portsmouth, and over which 
a considerable movement of troops took 
place to Southampton, and to and from 
the camps on the Wiltshire Downs. In 1915 
he became Assistant to the Divisional 
Superintendent at Paddington, and was 
appointed Assistant Divisional Superin- 
tendent at Birmingham in 1917. He was 
transferred to Worcester as_ Divisional 
Superintendent in 1922, and in 1929 was 
appointed Divisional Superintendent at 
Birmingham. The Birmingham division is 
one of the most important of the Great 
Western system and extends from Bletch- 
ington in the south to Oxley Sidings in the 
north. That portion of the line between 
Aynho Junction and Ashendon Junction 
together with the North Warwickshire line 
is included in the division, which also 
embraces the industrial area situated within 
the Wolverhampton - Birmingham - Stour- 
bridge triangle. The whole comprises 
182 route miles with 645 track miles 
Seventy-four stations are controlled, and 
twelve freight train marshalling depots, 
which in certain cases are also exchange 
points with other Companies’systems, are 
supervised. 


We regret to record the death of Mr. F. A 
Sargent on April 13, at the age of 84 
Mr. Sargent was London Traffic Superin- 
tendent of the London & North Western 
Railway from 1911 until his retirement 1 
1920. He entered the service of the com- 
pany in 1873 and served for five years 
the Audit Accountant’s Department, until 
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1878, when he was transferred to the Chief 
‘goods Manager’s office. In 1900 he was 
appointed Goods Agent & Bonded Ware- 
house-KKeeper at Haydon Square, and in 
the following year he was transferred to 
Camden as Goods & Traffic Agent; in 
1902 he was removed to Broad Street to 
take charge of the City depot, where he 
uted as Agent for two years. In 1905 he 
was appointed assistant to Mr. F. H. Dent 
later Sir Francis Dent), who was then the 
London Traffic Superintendent. In 1907 
he was made District Goods Manager of the 
Lancashire district, with offices at Warring- 
ton, and in 1909 was transfered to Liver- 
pool to take charge of the company’s docks 
1tGarston. In 1911 he returned to London 
as the London Traffic Superintendent, in 
vhich position he acted until his retire- 


THE RAILWAY GAZETTE 


ment in September, 1920. During his career 
Mr. Sargent served under no less than 
seven different Chief Goods Managers— 
Mr. Thomas Kay, Sir Frederick Harrison, 
Sir Frank Ree, Mr. C. E. Graseman, Mr. 
F. T. Kinsman, Sir Thomas Williams, and 
Mr. S.H. Hunt. During the war of 1914-19, 
he served on four Government sub-com- 


mittees, namely, Home Trade Transport, 


(London District) Committee, Transport 
Workers’ Battalions (London District) 
Committee (Chairman), member of Inter- 
Departmental Government Railway Advi- 
sory Committee (Fruit and Vegetables), 
and member of Committee of Government 
Motor Wagon Service (Railway Section) 
Army Service Corps. In January, 1920, he 
was made an Officer of the Order of the 
British Empire. 
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THE Late Lorp STAMP 

The following appeared in the ‘‘ In 
Memoriam ’’ column of The Times of 
April 16:— 

STAMP.—In loving memory of our 
dear father, mother, and brother, JostaH 
CHARLES, First BARON STAMP OF SHORT- 
LANDS, OLIVE JESSIE, his wife, and 
WILFRID CARLYLE, their eldest son, killed 
by enemy action April 16, 1941. 

STAMP.—In proud and loving memory 
of the first Lorp and Lapy Stamp, who, 
with the Hon. WILFRID Stamp, perished 
by enemy action on the night of April 
16-17, 1941.—MoTHER, BROTHERS, and 
SISTERS. 

STAMP.—In grateful memory of my 
husband, WILFRID CARLYLE Stamp, killed 
by enemy action April 16,1941.—KuiT. 








German Wagon Building Industry 


Further details have now come to hand 
{ the financial results of units of the 
German wagon-building industry. At 
page 106 of THE Rattway ‘Gazette of 
january 16 details were published relating 
to H. Fuchs Waggon-Fabrik A.G., Heidel- 
berg, Gorlitzer Waggon und Maschinenbau 
\G., Gorlitz, Vereinigte Westdeutsche 
Waggonfabriken A.G. (‘‘ Westwaggon ”’), 
Cologne-Deutz, and Eisenbahn-Verkehrs- 
nittel A.G. (‘‘ Eva’’), Berlin. The report 
f the Berliner Maschinenbau A.G. (L. 
Schwartzkopff), which is chiefly engaged 
nthe production of locomotives was given 
n our issue of January 30, at page 177. 
[he details now received cover the financial 
ear to September 30, 1941, of three furthe1 
ompanies and are as follow : 


Waggonfabrik Aktiengesellschaft, of Rastatt 
This company returned a gross surplus of 
RM. 2,970,000 for the financial year ended 


Further financial results 


September 30, 1941, as compared with 
RM. 1,650,000 for the preceding financial 
year and resumed payment of a dividend 
for the first time since 1923. The dividend 
was 6 per cent. in respect of the company’s 
share capital of RM. 1,500,000. The report 
states that production increased _ con- 
siderably in the course of the year. Apart 
from railway rolling stock the company 
specialises in tramway cars. 


Linke- Hofmann Werke A.G., of Breslau 
This company belongs to the same con- 
cern as the following undertaking. It is 
to increase its share capital by 50 per cent. 
from RM. 5,500,000 to RM. 8,250,000. The 
company underwent a thorough financial 
reorganisation in 1936 when the share 
capital was halved from RM. 8,800,000 
to RM. 4,400,000. The company returned 
a net profit of RM. 589,135 as compared 
with RM. 540,703 a year previously and 


paid a dividend of 5 per cent. (same) on 
the old share capital. 
Waggon- und Maschinenfabrik A.G. 
Buch, of Bautzen 
This company is to increase its share 
capital from RM. 3,500,000 to RM. 5,000,000. 
A net profit of RM. 510,145 was recorded for 
the financial year ended September 30, 
1941, as against RM. 426,206 for the pre- 
ceding year and a dividend of 5 per cent. 
was paid (the same as a year before) on 
the old share capital. 


vorm. 








SouTtH AFRICAN TOURIST TRAFFIC.—The 
publicity and travel department of the 
South African Railways & Harbours reports 
that 37,921 tourists visited the Union during 
1941 as compared with 30,000 in 1940. 
There was a drop in overseas visitors, but 
a considerable increase in visitors from 
African territories. Business _ visitors 
dropped from 3,140 to 2,967. 








G.W.R. Canteen at Swindon Works 





A corner of the kitchen 


The serving hatches 


To facilitate working under wartime conditions, a canteen has been opened recently at the G.W.R. 


locomotive works at Swindon. 


The canteen provides seats for 300 workers ; 


payment for meals 


is made by means of tickets obtained from an automatic machine near the entrance. The 
equipment includes a dish-washing machine capable of dealing with 1,000 pieces of crockery an 


hour, and is of the most modern labour-saving type. 


The dining room is decorated in standard 


G.W.R. colours—cream and brown—and the table tops are enamelled light and dark green 






































































Half-size single journey tickets have now made their appearance 
on the L.M.S.R. in connection with experiments conducted by the 
company with the object of conserving paper supplies. Two 
tickets are printed on a piece of card of the same size as a normal 
single ticket and the card is perforated in the same manner as a 
return ticket. The two portions are separated by the booking clerk 
as the tickets are issued. More than 5,000,000 single tickets are 
issued annually by the L.M.S.R. 


Civilian Air Raid Casualties in March 
The Ministry of Home Security has announced the following 
figures of civilian casualties due to air raids on the United Kingdom 
during the month of March : 
Killed (or missing and believed killed) re , = ‘a 21 
Injured and detained in hospital ; ; ae : : 13 
Details are as follow 
Men Women Under 16 
Killed (or missing believed killed) ; 18 3 
Injured and detained in hospital ; 5 


Later Lighting-up Time 

4s from Sunday last, April 19, lighting-up time for road vehicles 
is half an hour later. This is in accordance with the Road Trans- 
port Lighting Act, which provides that during normal British 
summer time lights must be lighted from one hour after sunset 
until one hour before sunrise. The change in lighting-up time 
should not be confused with the reduced blackout period, which 
does not take effect until May 3 
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The Government Road Haulage Scheme 
The volume of general cargo moved under the Government 
Koad Haulage Scheme in the week ended March 28 was 36,500 
tons, an increase of 7,700 tons on the previous week. Of this 
total the Liverpool area handled 13,700 tons. These figures 
ire, of course, exclusive of the meat and livestock carried by the 
Meat Sub-section. 


Double Fares for Late Bus Travellers 

Passengers holding certificates showing need to travel in con- 
nection with their work, and members of the Forces, are being 
given priority on the last ordinary services of Manchester Cor- 
poration, leaving the city at 10.40 p.m. every night, and also 
on the night buses at 11.40 p.m. and 12.40 a.m. Other pas- 
sengers are carried only if accommodation is available after 
certificate holders have boarded the vehicles. Furthermore, non 
certificate holders have to pay double fares. The arrangements 
came into force on April 20. 


Workmen’s Bus Facilities in South Devon and East 
Cornwall 

the Western National Omnibus Co. Ltd. (an associate of the 
G.W.R.) revised its workmen’s ticket facilities in its South Devon 
and East Cornwall area as from Monday, April 13. From that date 
the issue of workmen’s cheap day return tickets on stage carriage 
services has been suspended, and in substitution weekly tickets are 
issued from the company’s offices only. The charges for weekly 
tickets are calculated on the current daily basis, subject to certain 
adjustments where the ordinary adult fare is Is. 6d. and over. 
These weekly tickets are obtainable in advance and entitle the 
holder to one return journey. a day for six consecutive days beginning 
on any Monday. They are subject to the conditions that they are 
not available on Sundays, Bank Holidays, and other public holidays ; 
that the forward journey must be completed before 9 a.m.; and 
that the return journey is begun after 3.30 p.m. except on recognised 
early closing days, or Saturdays, when the return journey may be 
made after noon. The Western National Omnibus Co. Ltd. has 
invited the co-operation of the public by requesting that these 
tickets are obtained in advance, avoiding Saturday and Monday 
mornings whenever possible. 


Reduced Motor Traffic in Denmark 
On account of the shortage of fuel and rubber (particularly the 
latter) the summer bus traffic in Denmark is tobe reduced further 
by more than 50 per cent. throughout the country. In North 
Sjaelland the reduction will amount to about 70 per cent., according 
to the Nationaltidende of February 20. On December 1, 1941, the 
aunmiber of non-military motor vehicles running in Denmark was 
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33,800, compared with 32,000 on September 1, 1940, and 161,800 
on September 30, 1939. Of the December 1, 1941, total, 23,300 
were lorries, 2,044 belonged to the police or the fire services, 700 
were buses, and 3,700 were taxis and other cars for hire. Of the 
remaining 4,000 vehicles, the majority belonged to doctors and 
officials, including Post Office vehicles and those of the Royal 
House and the Diplomatic Corps. Of the 23,300 lorries, 11,654 ran 
on petrol, 11,038 on wood or peat producer-gas, 225 on natural 
gas, 94 on electricity, and 218 on carbide. Almost all of the smaller 
vehicles still used petrol, according to the Borsen. 


German Inspector-General for Road Transport 

In January last, Hitler appointed SS-Standard-Leader Jakob 
Werlin as his owu special Inspector-General for Road Transport. 
Che Decree announcing this appointment was signed by the Fuhrer 
by the head of the Reich Chancellery, Dr. Lammers; and by the 
head of the High Command of the Army, Field Marshal Keitel. The 
Decree stated as follows: ‘‘ It has appeared necessary that, to a 
greater extent than in the past, I should receive quickly direct and 
detailed information about questions of trsnsport which affect the 
conduct of the war, in order that I may give, or cause to be given 
the instructions which the war situation demands. I have therefore 
appointed SS-Standard-Leader Jakob Werlin as my _ Inspector- 
General of Road Transport. The Inspector-General is directly 
responsible to me, and receives instructions only from me. His 
province extends over the Greater German Reich, the General 
Government (of Poland), the Occupied Territories, and the districts 
in which military operations are in progress, over all civil and 
military offices in the State, all offices of the National-Socialist 
Party, and all private firms concerned with road transport. The 
Inspector-General is empowered to make any investigations which 
seem to him advisable, and to make the necessary statements on 
them. He has to keep me continuously informed. Public offices 
and private firms are to allow him to make what inspections he 
wishes, and to give him every facility for them, and to place at his 
disposal all necessary documents and records.’’ Jakob Werlin 
who was born in 1886, is one of the most important men in the 
German: motor-car industry, and has been connected with the 
Daimler-Benz organisation. He has long acted as adviser to Hitler 
on road motor transport matters, and has co-operated in the 
elaboration of far-reaching plans. He was one of those congerned 
in the scheme for the Volkswagen, or ‘‘ People’s Car.”’ 


Traffic Restrictions in Switzerland 

The general shortage of electric power in Switzerland since last 
autumn, due to the low level of lakes and rivers, resulted in severe 
curtailment of public and domestic lighting and other uses of 
current throughout the winter and until about the middle of March 
City tram and trolleybus systems reduced the numbers of stops 
and in some cases ceased running on Sundays for a short time, 
but the railways maintained normal services except that special 
“sport trains ’’ from cities to certain winter spo:t centres were 
discontinued from February 14. It had, however, been announced 
on January 27 that in future trains on the Federal system and the 
principal private railways would be limited in composition, and 
extra carriages would be added only if the normal set-up was filled 
to capacity with both seated and standing passengers. This is a 
drastic measure for Switzerland, where it was customary to lengthen 
trains as soon as there were signs of all seats being occupied. It is 
justified, however, both by the temporary shortage of power and 
by the ever-increasing difficulties of maintenance and renewal of 
track and rolling-stock. 

As from March 16, a curtailment of services was made on a 
number of Federal and private lines, representing about 3 per cent 
of the existing passenger traffic ; a cut of some 10 per cent. was 
made on October 6, 1941. Trains affected include the early after- 
noon, limited lightweight expresses from Zurich and Basle to 
Lausanne and vice-versa, the 10.45 a.m. express from Lucerne to 
Basle, a northbound express and southbound semi-fast on the 
Gotthard route, and an express in each direction between Zurich 
and Basle. 

Train heating is now carefully controlled, and renewed appeals 
have been made to passengers to open and close doors quickly 
and not to leave windows open. 

Cheap week-end tickets have not been issued since March 16, 
in order to prevent heavy peak traffic on Saturdays and Sundays, 
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but it was announced that the special summer holiday tickets first 
introduced in 1940 (see THE Raitway Gazetre, for April 26, 1940) 
would be on sale from April 1 to October 31. Winter holiday 
tickets, on the same terms, were sold up to March 3]. The cost of 
a 10-day summer ticket, entitling the holder to travel.at half-fare, 
with further concessions regarding side-trips, is increased by fr. 1, 
but several additional transport concerns are now included in the 
validity of the ticket. 


Bomb Damage in Cologne 

\n Air Ministry survey of recent air raid damage to Cologne 
emphasises the serious dislocation of the municipal and industrial 
life of the city. It is now known that bombs fell on the 
entrance hall of the main railway station and that the booking 
offices, the luggage registration department, and the station post 
office were either destroyed or severely damaged. Platforms and 
railway tracks were also hit, and passenger train services were 
probably disorganised for several days. Another railway target 
which was extensively damaged is the Kéln-Nippes railway work- 
shops which are probably turning out wagons and other rolling 
stock The damage here is considerable. One large block of 
sheds, comprising about one third of the entire plant, has been 
hit several times, and other shops and sheds, covering an area 
of about 18,000 sq. yd., has been either severely damaged or 
completely gutted. Sheds in the Deutz marshalling yard have 
been burnt out. 


The Railways of Holland and Belgium 

Only minor alterations were shown, in the winter timetable, 
which has been in force since October, 1941. <A few local lines have 
a smaller number of trains, and here and there a few minutes have 
been added to running times. One new through train between 
Holland and Germany is available for passengers, from Roosenr- 
daal, via Rotterdam, Utrecht, and Groningen, to Bremen and 
Hamburg ; this is a military leave train, which apparently has not 
been made available to the public in Belgium. The Belgian National 
Railways report a decrease in goods trains, by reason of shortage 
of goods wagons, especially coal wagons. During December, 1941, 
only 86 per cent. of the wagons required were available, which 
compares with 91 per cent. in December, 1940, when the rolling 
stock position had not vet been cleared up. Goods train kilometres 


run during December, 1941, averaged 54,000 a day, comparing with ° 


78,000 in previous vear, and 75,000 in a normal year. Passenger 
train kilometres averaged 75,000 a day, compared with 126,000 a 
year earlier, and 175,000 in a normal year. 

In the “‘ Framework of the New Economic Order in Europe,”’ 
transport in Holland has been organised as an economic group or 
guild, under a political leader, with divisions and sub-divisions, all 
under appointed leaders. Employers and employees alike are 
under the orders of the leaders on all matters concerning general 
policy and labour conditions. As an example of the scope of these 
methods, the following schedule of organisation of the group is 
self-explanatory : 

Transport main group. Headquarters at The Hague. 

Group |. Merchant shipping. 2 sub-divisions : ocean shipping, coastal shipping. 

Group 2. Inland waterway transport. 5 sub-divisions: passenger, freight, tramp, 
shipping, tugboats, international. 

Group 3. Harbours. 5 sub-divisions: stowage (3 sections, general, mechanical, 
private), brokerage (lines, tramp and coastal, private), storage (general, cold storage, 
tank, special), loading and unloading (general, forwarding, timber), grain (elevator, 
silo, forwarding, customs, Government control). 

Group 4. Roads. 2sub-divisions : passenger, goods. 

Group 5. Railways. 

Group 6. Light railways and tramways. 2 sub-divisions ; passenger, goods. 

The seat of the railway group is at Utrecht, the headquarters of 
the Netherlands Railways. The offices of the other groups, sub- 
divisions, and sections are divided between The Hague and Rotter- 
dam. 


Progress of the Trans-Saharan Railway 

On a number of occasions recently we have summarised, and 
analysed, the many and conflicting reports from both public and 
private sources regarding the progress of the Trans-Saharan Rail- 
way, of which the main portion, now stated to be under construction, 
is known as the M.-N. or Mediterranean-Niger Railway. Our 
principal recent references have been, in our issues of November 28, 
1941 (pages 558-9), January 23, 1942 (page 140), and February 27, 
1942 (pages 293-4). Recent information has now come to hand 
concerning the southern-end of the proposed line. It appears 
that the metre-gauge Dakar Railway was extended’ in November, 
1941, from Koulikoro to Segou; the latter has been mentioned 
lrequently as the intended terminus of one branch from In-Tassit 
ot the Trans-Saharan Railway, and would doubtless be the tran- 
shipment point if the new standard-gauge line were to be completed 
before the gauge conversion of the Dakar Railway. 

The eastern branch from In-Tassit is intended to follow the 
lower course of the River Niger, via Gao, to a terminus at Niamey. 
[he scheme envisages the Trans-Saharan Railway connecting at 
Niamey with the Dahomey Railway, but at present that metre- 
gauge line connects Cotonou harbour on the French Guinea Coast 
with Parakou, a distance of 460 km. (285 miles), leaving a gap 
between Parakou and Niamey of 630 km. (390 miles), at present 
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covered by-road motor services. The projected rail extension from 
Parakou to Niamey is to cross the Niger at Gaya, close to the 
Dahomey-Nigerian frontier, to continue northwards as far as 
Dosso, and thence to turn to the north-west towards Niamey. 
Obviously, the further lines from Niamey envisaged before the fall 
of France, namely, Niamey to Kaura (the terminus of a -branch 
of the Nigerian Government Railway), and Niamey to Fort Lamy 
and on to the Congo, are impracticable at present, as they are 
planned to traverse British and Free French territory. ; 

The Free French Government office in London has received 
reliable information that the northern part of the Trans-Saharan 
Railway is being built by forced labour with materials from branch 
lines which have been taken up in the P.L.M. district of the French 
National Railways. The labour jis recruited from the Foreign 
Legion, which includes various refugees from German and Italian 
oppression, such as Czechs, Germans, Italians, and Austrians 
Among them are doctors, bankers, teachers, and dentists, who 
had found sanctuary in France, and who, at the outbreak of war, 
had volunteered to fight for France and had been enrolled in the 
Foreign Legion for the duration of the war. Although the Vichy 
Government constantly professes that for France the war is over, 
these volunteers have not been released, and they have been*forced 
to work on the railway construction, apparently under appalling 
conditions of slavery, under the supervision of native guards. In 
a broadcast to the French people, the Free French authorities 
pointed out that this railway project had in peacetime never been 
begun because no acceptable solution had ever been submitted for 
proper working conditions. The Vichy authorities, presumably 
under German, pressure, have found the solution in the employment 
of these refugees who had offered their services to France to combat 
Hitlerism 

Petrol Rationing in India 

The basic petrol ration in India is to be reduced by one third 

from May 1. 


Transport Restrictions in Chile 
Fuel shortage has caused the Chilean Government to order 
restrictions of passenger traffic by rail in favour of goods traffic, 
according to a Reuters message from Santiago dated April 18. 


Ceylon Railway Operation by Military 

In a message from Colombo dated April 15, Reuters reports 
that military units are to operate the railways in Ceylon, and 
that for this purpose railwaymen are being organised into three 
units (railway construction, operating, and workshop) under the 
command of the General Manager. Each unit will comprise 18 
officers and 1,063 men. Their normal duties will be confined to 
working the railways in the usual way, but on enlistment they 
will be treated as members of the Ceylon Engineers and be 
subject to military discipline and Army orders. The men will 
receive military training, including instruction in handling arms. 
All ranks will wear uniform and will be eligible for disability 
pensions and family allowances on Army scales. It is reported 
that allowances will be made to bridge the gap between Army 
pay and civilian rates of pay. 


Civilian Refugee Movement Risk in India 

The following editorial in The Civil & Military Gazette, the leading 
daily in northern, India, is significant of the demeanour of the teem- 
ing millions in the great cities and areas of that sub-continent in face 
of threatened aerial bombing. Intensive bombing would probably 
throw an impossible burden on the railways and too-emphatic 
warning against panic cannot be broadcast throughout the 
country : 

: CaLcuTTA Exopus 

‘‘Other cities and towns in India would do well to bear in 
mind the results of panic in Calcutta which led ‘recently to an 
exodus from the city and created a serious problem for the East 
Indian and the Eastern Bengal Railways. Many of those who 
were trying to get out of the city gave up profitable employment 
and incurred expenditure which they could not afford—and there 
has been no enemy air raid in Calcutta. Madras also has witnessed 
an, exodus, although on a scale smaller than that in, Calcutta. It 
is doubtful if any measures which the authorities may adopt for 
the protection of people prone to panic in cities and towns in 
India will be completely successful because the psychological 
conditions which create panic cannot easily be eradicated. Those 
who left Calcutta and Madras because the cities had come within 
the bombing range of enemy aircraft, now. that they have left, 
should be kept out of them. There is a serious danger of their 
returning to Calcutta and Madras and again staging scenes of 
panic perhaps at a time when they would constitute a danger 
more serious to the cities than the bombs of the enemy. Unfor- 
tunately, those prone to panic are also least amenable to discipline 
and habits of discipline cannot be formed in a day, week, or month 
No wonder that the Commissioner of Police in Calcutta has been 
complaining of the non-observance by the population of precau- 
tions necessary when an air raid alarm has been given. It seems 
to us that disregard of provisions made or the safety of cities 
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and towns will have to be penalised to ensure their observance, and 
this not only in danger zones, but also in places at some distance 
from them. Those who are apt to lose control over themselves 
at the first threat of danger, as was the case in the Calcutta and 
Madras exodus, which was. partly the result of a false Japanese 
report? of the bombing of Rangoon by Japanese aircraft, will not 
be able to stand the tenseness of atmosphere in air raid shelters 
while an air raid is in progress, and the best method of dealing 
with them is to make them assemble at convenient points in cities 





To all fellow Railway men 
HELP WIN THE WAR 


The Railway is an essential service vital to war effort. Every extra effort you 
make to improve working and eliminate waste of resources is a direct valuable 
contribution to helping to defeat the enemy. 








DON’T HELP THE ENEMY 


By any omission to do what you ought to do, any action causing waste of time, 
empty running, delays or accidents you are helping the enemy. 


WHAT YOU CAN DO 








Everyone in the service of the Railway can help by putting out and sustaining 
just that extra bit of effort and attention necessary to obtain better results and 
conserve materials, 


WHAT IT MEANS 





Conservation of resources and materials is of vital moment because with the 
spread of the war the first demand is on raw materials and manufactured 
materials, 


The less that engines, hes and wag and everything else are used the 
longer they will last and the less the need for materials, 


The fewer accidents are caused the less the loss in materials, 


The quicker the turn round of wagons and the better the loading the less 
wagons are used and the less the use of materials, 





The less the delays to trains the less engine failures, the less the use of 
materials, 
The less you travel unnecessarily the less coaches are needed and the less the 
use of materials, 
HOW YOU CAN HELP 


DON’T WASTE POWER BY RUNNING UNDERLOAD. 
DON’T WASTE WAGON SPACE BY UNDERLOADING, 


DON’T WASTE WAGONS BY ALLOWING DELAYS IN LOADING AND 
UNLOADING. 


DON’T DELAY TRAINS BY BAD CROSSINGS OR SLACK WORK AT 
STATIONS. 


DON’T WASTE TIME AND PAPER BY UNNECESSARY CORRESPONDENCE, 
PETITIONS AND TELEGRAMS. 


DON’T TRAVEL IF YOU CAN AVOID IT. 
well), 

DON’T ASK FOR CONCESSIONS, 

DON’T THINK ONLY OF YOUR OWN AFFAIRS AND COMFORT. 


DON’T FORGET WHAT HAS HAPPENED TO YOUR FELLOW RAILWAY 
MEN IN MALAYA. 
DO THIS 

DO REMEMBER THAT THE WAR IS WORLD WIDE AND WHAT 
HAPPENS IN ONE PLACE MAY HAPPEN IN ANOTHER AND CERTAINLY 
AFFECTS ANOTHER, 

DO EVERYTHING IN YOUR POWER TO KEEP TRAFFIC MOVING 
SAFELY AND PUNCTUALLY. 

DO REMEMBER THAT ALTHOUGH YOUR EXTRA EFFORT MAY PASS 


UNNOTICED YOU ARE THEREBY DOING YOUR DUTY HELPING THE 
WAR EFFORT OF YOUR COUNTRY, THE EMPIRE AND OUR ALLIES. 


SO WHAT? 


You are asked for that extra effort in work while others of your fellow country- 
men and fellow citizens of the Empire are fighting. 

Ack yourselves —are your way of life, your freedom, and your security of 
employment worth fighting for ?—Yes—then they are worth working for. 





(This applies to your family as 


Come let us go forward together. 


GENERAL MANAGER 


4n exhortation sent to all railwaymen in Nigeria by the 
Acting General Manager, Nigerian Railway, to whom we 
are indebted for a copy 
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and towns and to remove them to places beyond the danger zone 
If they are assured of the fact that transport facilities will be 
provided for them if they make for appointed places in a city or 
town, not far from where they live or have their places of business. 
it would appreciably reduce the danger of panic.”’ 

Nevertheless, there seemed to be considerable treks from certain 
parts which must have resulted in checking essential transport 

On April 14 it was reported that the headquarters of the Madras 
and Southern Mahratta Railway Company had been transferred to 
the interior. 


Civilian Airgraph Service from East Africa 
The Postmaster-General announced on April 9 that the first 
civilian airgraphs from East Africa had arrived in this country 


Air Services 

The regular air lines between Milan and Zagreb via Venice, and 
between Zagreb and Budapest, were resumed on, March 30, according 
to an official Italian news agency report. 

It has been widely reported that the Pan-American transatlanti: 
air lines will make a point in Eire (instead of Lisbon) their European 
destination as a result of the revision of the American Neutrality 
Act. Traffic would then be brought to Great Britain from Eire 
by the British Overseas Airways Corporation. Later information 
indicates, however, that the transatlantic service to Eire will more 
likely be additional to, and not in replacement of, that to Lisbon 
It is expected that even more frequent services between, New York 
and Lisbon, will be operated in the near future, amounting to twic 
weekly services on each of two routes. The first will be via Bolama 
(Portuguese Guinea), and the second via the Azores or Bermuda 
according to the weather. There may also be a fortnightly service 
including Miami as well as Bolama as a port of call. 

On the regular service between Great Britain and Lisbon, main 
tained by flying boats of the British Overseas Airways Corporation 
and by land planes of the (Dutch) K.L.M., 8,391 passengers and 
722 tons of mails were carried without accident during the period 
from June, 1940 (when the regular service came into operation) 
up to March 31 of the present year. These figures relate only to 
passengers and cargo carried to and from Lisbon, and do not include 
through traffic via Lisbon carried by the flying boats to and from 
America, West Africa, and other parts of the world. 

Because of the difference in British and Irish summer times 
modifications have been made in the timetable of the regular air 
line between Dublin and Manchester. 

A regular air service between Paris and Vichy was inaugurated 
on March 24, ‘‘ with the permission of the German-occupation 
authorities ’’ according to the Official German News Agency. 


Deutsche Luft Hansa Traffic 
Recently-issued particulars of Luft Hansa air traffic during 1941 
were given at page 371 of our March 13 issue. The following 
operating results for the year 1941, compared with those for 1940, 
are now available :— 


1940 1941 

Flights, km. nae sais ar , ie 5,200,000 6,970,000 
Passengers, No. ... me fle aia ; me 95,000 111,000 
Passenger, km. ... ic bas ot 55,300,000 74,600,000 
Luggage, metrictons... sae a = ahs 439 731 
Luggage, ton-km. m 343,400 623,000 
Freight, metric tons 908 1,52! 
Freight, ton-km. ... 4 ale i 650,000 1,260,000 
Mails, metric tons ne ane : ‘a ni 1,509 2 


Mails, ton-km. 
5 We 


_— 


— 


Ala Littoria Traffic in 1940-41 
During the year ended June 30, 1941, the 
company Ala Littoria experienced a heavy fall in traffic. The gains 
which accrued to the company during the period of [Italian 
neutrality were lost immediately the country entered the war 
and its 40 services were reduced to 10. The total of kilometres 
flown in 1940-41 (3,890,000) showed a decline of 68 per cent. in 
comparison with the previous year. The number of passengers 
carried decreased by 66 per cent. to 46,750 and similar reductions 
were experienced in regard to all other traffic, except mail. The 
declines amounted to 63 per cent. for luggage, 51 per cent. for 
freight, and 60 per cent. for newspapers, but the weight of mail 
carried by air increased by 40 per cent. Bvy reason of the with- 
drawal of aircraft for other purposes, those retained in service 
had to carry increased loads and to operate considerably higher 
mileages. The income from passenger services declined by only 
46 per cent., owing to the abolition of fare concessions. The cost 
per kilometre flown rose from 20-80 to 28-93 lire, but income was 
correspondingly higher at 29-43 (against 20-93) lire per kilometre 
flown, 


Italian aviation 


Dublin Bus Season Tickets Cancelled 
As the Dublin United Transport Co. Ltd. can no longer 
guarantee transport for the periods stated on its season tickets, 
the issue of these is being discontinued from May 1. Weekly 
tickets will be on sale by conductors every Monday, but will be 
at the ordinary fare rate and available for only one daily journey 
each way. 
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Parliamentary Note 


Indian Railway Bill 
The Bombay, Baroda & Central India 
Railway Bill, as amended in Committee, 
passed the report stage in the House of 
Commons on April 14. 








Questions in Parliament 


Unloaded Vehicles 

The Ministry of War Transport has taken 
any measures in recent months to organise 
wry traffic. One of the principal objects 
f these measures has been to prevent 
ehicles running without loads, wherever it 
3 possible to do so. Operators sending 
ries into the Manchester and Liverpool 
jistricts are expected to obtain loads for 
their return journeys, wherever they can. 
[hey are usually able to obtain such loads 
through the local branches of the Hauliers’ 
National Traffic Pool, which forms part of 
the Ministry’s Road Haulage Scheme. 
Mr. P. J. Noel-Baker, Joint Parliamentary 
Secretary, Ministry of War Transport, 
\pril 13 ) 


Petrol Rationing 

My Department keeps such check as is 
easonably practicable on the accuracy of 
the statements made in support of claims 
x supplementary petrol allowances. It 
s impossible to guarantee that no false 
statement shall pass undetected ; but there 
ave been many successful prosecutions for 
ich offences. (Mr. Geoffrey Lloyd, Secre- 
tary for Petroleum, April 13.) 


Canteens at Stations 

\t many of the larger railway’ stations, 
uitteens and other facilities are already 
vailable for members of the station staffs 
nd these arrangements are being extended 
s rapidly as existing conditions permit. 
twould be impracticable to provide special 
cilities at all stations. (Mr. P. J. Noel- 
Baker, April 15.) 


\cquisition of Commercial Vehicles 
lam not aware that there has been delay, 
1 some cases of a period of four months as 
suggested by Mr. W. Craven- Ellis (South- 
mpton—Nat.), in the issue of permits for 

acquisition of reconditioned 
ehicles released by the Army, but I am 
aking inquiries. Applications for these 
echicles are dealt with by the Regional 
transport Commissioners, and before a 
mit is granted the commissioner con- 
ted must satisfy himself as to the opera- 
rs need for the vehicle. He was in 
uch with trade organisations and other 
eople with a view to bringing supply and 
mand as closely together as possible, but, 
‘oughly, in the last five months, about 
vehicles had been collected 
tom the Army, and the vast majority had 
teady been disposed of to users. He had 
alled for a census of commercial vehicles 
hich had been delayed in the workshops 
ttwo months or over, (Mr. P. J. Noel- 
aker, April 15.) 


goods 


lravelling at Holiday Periods 

As the House is aware from the message 
toadcast by the Minister of War Transport 
liminary reports indicate that the 
sponse of the public to the advice given 
y the Government not to indulge in un- 
essary travel during the Easter period 
4a good. Arrangements for Whitsuntide 
f@ under consideration ; meanwhile the 
ity of refraining from unnecessary travel 
ntinues to be of vital importance to the 
iccessful prosecution of the war. (Mr. P. J. 
l-Baker, April 15.) 
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Travel Priority 

Schemes for giving priority of travel to 
workpeople going to and from their places 
of work in the morning and evening are in 
existence in many districts where the need 
has been proved and where the conditions 
are suitable. It would be more difficult 
to make such arrangements at the 
luncheon hours. (Mr. P.- J. Noel-Baker, 
April 15.) 


London Passenger Transport Board 

The present members of the London Pas- 
senger Transport Board and their remunera- 
tion are as follows :—Lord Ashfield, £12,500, 
Mr. John Cliff, £3,000 appointed full time 
member February 4, 1935, at £1,500; 
increased to £3,000 from May 1, 1940, when 
consequent upon the retirement of Mr. Pick, 
Mr. Cliff undertook additional duties as 
Head of the Staff & Staff Welfare Depart- 
ment with the title of ‘‘ Executive Officer 
for Staff & Staff Welfare’’, Sir Henry 
Maybury, £750 (part-time member), Mr. 
P. Ashley Cooper, £750 (part-time member), 
Lord Latham, £750 (part-time member), 
Colonel Forrester Clayton, £750 (part-time 
member), and Colonel C. G. Vickers, M.C., 
£750 (part-time member). (Mr. P. J. Noel- 
Baker, April 15). 


Rail Consignment of Perishable Food- 
stuffs 

The only occasion when produce, arriving 
in London by the Great Western Railway, 
has not been accepted in the London mar- 
kets recently was on Easter Monday. All 
the main markets remained open on that 
day except the Brentford market, which was 
closed by order of the Market Authorities. 
Fresh arrivals of produce to the other mar- 
kets were held over until the following day 
but there is no evidence that this caused any 


serious deterioration. (Major G. Lloyd 
George, Parliamentary Secretary, Ministry 


of Food, April 15.) 

All firms in the London markets were 
open on Good Friday and Saturday and 
considerable quantities of green vegetables 
were sent to the markets on those days. 
On Bank Holiday the London markets were 
open, but most merchants were not pre- 
pared to receive traffic. The refusal at 
Spitalfields market on April 4 of two van 
loads of green vegetables which had arrived 
in bad condition owing to delay in transit 
appeared to be the basis of highly exagger- 
ated and mainly inaccurate accounts of 
alleged wastage of green vegetables on a 
large scale during the holidays. (Mr. P. J. 
Noel-Baker, April 15.) 


WORKING RESULTS FOR THE FINANCIAL YEAR 1940-41, 
FOR THE FINANCIAL PERIOD, 


Financial year 
1939-40 1940-41 Inc. or dec. Percentage 
Goods— 
Tons 42,660,000 39,275,000 3,385,000 —7:9 
Ton-km 12,961,576,000 13,025,474,000 63,898,000 0:5 
Passengers 
Number Pe 163,920,000 165,209,000 1,289,000 0-8 
Pass.-km. . 4,404,751,000  4,635,153,000 230,402,000 5:2 
Receipts (pesos) 
oods 340,748,000 332,876,000 7,872,000 2-3 
Passengers 97,036,000 95,078,000 1,958,000 —2:0 
Miscellaneous 50,509,000 52,219,000 1,710,000 +3°4 
Total receipts (pesos) 4 488,293,000 480,173,000 8,120,000 —1-7 
GROSS RECEIPTS FOR THE FINANCIAL YEAR 1940-41, COMPARED WITH THOSE 
FOR THE FINANCIAL PERIOD, 1939-40 
Financial year Inc. or dec. 
1939-40 1940-41 eure). Percentage 
B.A.G.S. and subsidiary lines 120,197,000 116,532,000 3,665,000 -3-0 
Central Argentine 96,803,000 91,410,000 5,393,000 —5°6 
B.A. Pacific . 71,404,000 75,533,000 4,129,000 +5-8 
B.A. Western 40,727,000 41,776,000 1,049,000 +2°6 
Entre Rios... 13,008,000 11,816,000 1,192,000 -9-2 
N.E. Argentine 8,489,000 7,974,000 515,000 6-1 
Total for British-owned companies 350,628,000 345,041,000 5,587,000 —16 
Santa Fé Prov. ales a er 14,780,000 14,358,000 22,000 - 29 
Compajiia General 10,879,000 260, 1,619,000 -14:9 
C. Buenos Aires 4,983,000 4,490,000 493,000 9-9 
R.P. Belgrano 3,794,000 3,070,000 724,000 19-1 
Total for private companies 385,064, 000 376,219,000 8,845,000 2-3 
State Railways is 103,229,000 103,954,000 25, 0-7 
Grand total for all railways 488,293,000 480, 173,000 8,120,000 — 17 - 
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Argentine Railway Results 


Receipts and expenditure for the 
financial year 1940-41 

According to the statistics issued by the 
Instituto de Estudios Econémicos del Trans- 
porte, the total receipts of all the Argentine 
railways during the financial year ended 
June 30, 1941, amounted to $488,293,000, 
a decline of $8,120,000, or 1-7 per cent. 
After a most depressing start the situation 
improved appreciably during the second 
half year, due to heavier grain traffics, so 
that the decline as compared with 1939-40 
was considerably less than had been feared. 
In the final analysis the B.A.P.R.- and 
B.A.W.R. showed an improvement ; their 
gross receipts were higher by $4,129,000 
and $1,049,000, respectively, but the State 
lines remained practically stationary. The 
total receipts of all the private railways 
showed a reduction of $8,845,000, or 2°3 
per cent.; the British-owned companies 
receipts were down by $5,587,000, or 1-6 
per cent. 


Goods tonnage carried was 3,385,000 
tons, or 7:9 per cent., less than in 1939-40 ; 


the heaviest reduction under this head was 
registered by the State railways, which 
showed a decline of 1,151,000 tons, or 12:9 
per cent. The only private railways to 
improve their position under this head were 
the B.A.P.R. and B.A.W.R., with increases 
of 215,000 tons (5-1 per cent.) and 59,000 
tons (1-4 per cent.) respectively. Despite 
the decline in tonnage carried, the State 
railways’ goods earnings were slightly 
higher—being $143,000 (0-2 percent.) ; the 
only foreign-owned lines to show improved 
goods receipts were the B.A.P.R. and 
B.A.W.R., with increases of $3,353,000 
(6-1 per cent.) and $704,000 (2-7 per cent.) 
respectively. 

Although the number of passengers car- 
ried was fractionally higher (0-8 per cent.) 
and the average distance travelled was 
5-2 per cent. greater than in 1939-40, the 
total receipts from this source dropped by 
$1,958,000, or 2-0 per cent.; the only 
railways to register small increases under 
this head were the B.A.P.R. (0-8 per cent.), 
Entre Rios (2-6 per cent.), Santa Fé Pro- 
vincial (2-9 per cent.) and the State lines 
(1-9 per cent.). 

The appended tables show the compara- 
tive figures for the years 1939-40 and 
1940-41 relating to the working results of 
all the State and foreign-owned Argentine 
railways. 


COMPARED WITH THOSE 
1939-40 



















































































































































































































Notes and News 


U.S. Government Freezes Rolling 
‘Stock Reserves.—The Government has 
frozen all finished railway engines, and 
freight and passenger cars in the hands of 
producers and taken over full control of 
future production and deliveries, reports 
Reuters. 

British Railways Revenue in 1941. 

\ White Paper issued by the Ministry of 
War Transport on April 22, showed that 
the total net revenue of the pool estab- 
lished under the railway control agree- 
ment with the Government was 
£65,125,000, the sum payable by‘ the 
Government to the controlled  under- 
takings in respect of 1941 was £43.469,000. 


Baedekers Limited..-At an extra- 
ordinary general meeting of this company 
held in Birmingham on April 2, a special 
resolution was passed that the company 
be wound up voluntarily for purposes of 
reconstruction and that Mr. W. E. Cox, 
Chartered Accountant, be appointed liqui- 
dator for the purposes of such winding-up. 
It is notified that all creditors, have been, 
or will be, paid in, full 

Chilian Transandine Railway Co. 
Ltd.— At an extraordinary general meeting 
of this company held in London on 
March 31, a special resolution was passed 
to the effect that the company be wound 
up voluntarily and that James Rennie and 
Edwin Thomas Gatrell, of 145, Dashwood 
House, E.C.2, be appointed liquidators for 
the purposes of such winding up. This 
appointment was duly confirmed at a 
meeting of creditors held immediately after 
the above-mentioned meeting of the com 
pany 

Grand Union Canal Company.— At 
the recent annual ordinary general meeting 
of this company, Mr. John Miller, the Chair- 
man, said it was his considered opinion 
that the canal industry had by its efforts 
during the present emergency proved its 
value, but it still meeded, above all, 


encouragement If such encouragement 
were given, it would have a revitalising 


effect on the whole of the canal industry 
An essential feature would be the vesting 
in the canal industry proper of the railway 
owned or controlled canals. Three or four 
canal groups should be formed and given 
the necessary financial assistance to enable 
them to take over these railway canals 


Thos. Firth & John Brown Limited. 
At the recent ordinary general meeting 


of this company, Lord Aberconway, the 
Chairman, said that its activities during 
the year 1941 had been centred almost 


exclusively upon producing materials, com 
ponents, and tools now in urgent demand 
for national purposes. There had been no 
rapid or substantial rise in the prices of 
the products made by the company, and 
unavoidable increases in cost had for the 
most part been overtaken by savings in 
overhead and general expenses, arising 
from a large increase in production. The 
work of research had been carried on 
without interruption by the company’s 
research staff and satisfactory results had 
been achieved. 


Sir Bernard D. F. Docker on Trading 
Conditions.—Sir Bernard D. F. Docker, 
Chairman of the Birmingham Small Arms 
Company, in his statement issued with the 
accounts for the year ended July 31, 1941, 
trusts that the Chancellor of the Exchequer 
in this year’s Finance Act may be able to 
make the conditions for a reduction of 
20 per cent. in the rate of E.P.T. more 
definite and of real practical value. Si 
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Bernard is of the decided opinion that 
taxation of industrial undertakings has 
progressed beyond the safety line. So far 
as overseas connections are concerned, 
exports are not now permitted to certain 
countries, but the company has instituted 
methods by which close contact will be 
maintained with all distributors, and orders 
are already on the books for execution 
when facilities for export are re-established. 


Great Southern Railways (Eire). 
For the 14th week of 1942 the Great 
Southern Railways (Eire) reports passenger 
receipts of 440,934 (against £39,786), and 
goods receipts of £52,061 (against £50,154), 
making a total of £92,995, against £89,940 
for the corresponding period of the previous 


year. The aggregate receipts to date are 
passenger, £449,547 (against £477,046), 


goods, £843,182 (against £705,507), making 
a total of £1,292,729 (against £1,182,553). 


New Railway Jobs for Women. 
fravelling women porters have been intro- 
duced on the G.W.R. and 72 are already at 
work. They are being used on long dis- 
tance trains. Two grades formerly occupied 
exclusively by men on the L.N.E.R. have 
received their first women recruits. The 
first policewoman to be employed by the 
company has started her new duties at 
Liverpool Street Station, and the first rail- 
way passenger guard started duty at the 
beginning of April 

Ferry Services Between Sweden and 
Germany.—Abnormally adverse ice con- 
ditions in the course of the winter caused 
the ferry services operated by the Swedish 
State Railways between Sweden and Ger- 
many to be suspended several times within 


recent months, including a break in the 
first fortnight of March. Asa result of these 
suspensions of traffic about 750 loaded 


wagons were said to be accumulated at 
rrelleborg and as many as 1,000 at Sass- 
nitz, waiting to be taken across the Baltic 
by the ferry services and many hundreds 
of wagons were immobilised at Stettin, 
Liibeck, and other German Baltic ports. 


Sale of Clogher Valley Railway 
Track.—-George Cohen, Sons & Co. Ltd., 


of Wood Lane, London, W.12, has pur- 
chased the whole of the railway track of the 
Clogher Valley Railway in Northern Ireland. 
It runs from Maguiresbridge to Tynan, 
through the counties of Armagh, Fer- 
managh, and Tyrone, and there are 40 miles 
of track (37 of main line and 3 of sidings). 
The dismantling is being supervised by the 
firm’s Belfast branch. More than 3,500 
tons of re-usable rails of from 45 Ib. to 
75 lb. a yard, as well as over 70,000 sleepers, 
6 ft. long, will be made available for under- 
takings engaged on work of national 
importance. We recorded at page 446 of 
our issue dated March 27 & April 3 that 
the liquidator was prepared to receive 
tenders by noon on March 31 for the per- 
manent way. The other assets were 
advertised for sale by auetion on April 14 
at Aughnacloy (County Tyrone), but news 
of the results has not reached us as we close 
for press 

Madeira-Mamore Railway Company. 

The trustees propose to make an imme- 
diate further repayment of /8 10s. per 
cent. on the 6 per cent. and 5} per cent. 
first mortgage cumulative income bonds 
The bonds must be deposited for examina- 
tion with the Westminster Bank, which 
will pay the amount due in sterling after 
the expiration of seven days from the date 
of deposit. Notice is to be given in due 
course if, as it is hoped, the remaining 
assets realise sufficient to make a further 
small final payment. Of the 6 per cent 
bonds, £615,040 are issued and outstanding, 
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and of the 5} per cent. £1,073,380. Op 
both issues repayments of 3 per cent. and 
14 per cent. were made in 1932 and 1934 
respectively. The company was incor 
porated in Maine on August 15, 1907 
and held a lease until December 31, 197] 
from the Brazilian Government of about 
227 miles of metre-gauge railway, which it 
constructed for that Government. ]; 
ceased to operate the railway from June 30 
1931, when it was passed to the Govern. 
ment. 


Waste Turned to War Purposes. 
Mr. J. C. Dawes, Controller of Salvage 
Ministry of Supply, recently stated that 
the salvage effort of the local authorities 
had yielded up to the end of Februar, 
2,264,714 tons, which they sold for 
£5,682,466, much of it profit to them 
The main items which made up this total 


were :—Waste paper, 639,159 tons ; ferrous 
metals, 527,300 tons; non-ferrous metals 
20,455 tons; textiles, 35,319 tons. It 


would have cost the State over £25,000,000 
to import equivalent tonnages of wood 
pulp for paper and board making, scrap 


metal for munitions, bones for glue, 
glycerine, feeding stuffs, fertilisers, and 


rags for re-manufacture. Of the waste 
paper salved, Mr. Dawes said that more 
could be done. Four ounces of waste 
paper from each house each week would 
mean nearly 1,500 tons more for munitions 
Hundreds of thousands of tons in th 
form of old and useless books and maga 
zines were still lying about, and many 
business and professional men were holding 
back old journals, periodicals, and other 
papers. 








Contracts and Tenders 


The Morvi Railway has placed an orde 
to the inspection of Messrs. Wolfe Barry 
Robert White & Partners, for two locomo 
tive boilers and miscellaneous locomotive 
spare parts. 

The Bengal-Nagpur Railway has placed 
an order with C. A. Parsons & Co. Ltd. for 
transformers and switchboards, and witl 
the Superheater Co. Ltd. for superheater 
elements and headers. 


The South Indian Railway has placed 
the following orders, to the inspection of 
Messrs. Wolfe Barry, Robert White & 
Partners ‘ 

Alfred Wiseman Limited: 10 sets of electri 
locomotive gearwheels and pinions. 

Thomas F. 
and materials. 


Morgan Crucible Co. Ltd.: 206 carbo 
brushes. 
British Foundry Units Limited, 16} ewt. of 


puric cupola flux. 

Siemens Electric Lamps & Supplies Limited 
800 train lighting lamps. 

A German news agency message from 
San Sebastian states that the Compania 
Auxiliary de _ Ferrocarriles de  Beasain 
(Beasain Railway Equipment Company 
has delivered to the Spanish railways the 
first hundred of an order for 1,300 rail- 
way trucks, which are to be used chiefly 
for the transport of coal. Spanish 
materials were used exclusively in the 
construction of these trucks. 











Forthcoming Meetings 


April 30 (Thurs.)—Bengal & North 
Western Railway Co. Ltd. (Ordinar 
general), Winchester House, Old Broa 
Street, E.C., at noon. 

\pril 30 (Thurs.).—Rohilkund & Kumaot 
Railway Co. Ltd. (Ordinary general 
Winchester House, Old Broad Street 
E.C., at 2.30 p.m. 


Johnson: Miscellaneous articles 
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Railway and Other Reports 


Sociedad® de Ferrocarriles Vasco- 


asturiana.—Gross earnings. in 1940 
ee to 10,191,419 pesetas, and 
expendi ture to 7,065,674 ; ratio of working 
was 69°32 per cent. Net profit of 
113,832 pesetas, allowed of payment, 
‘iter meeting first charges, of two divi- 


iends of 34 per cent. 


Cia. Tranvias y Ferrocarriles de 
Valencia.—Report for 1940 shows con- 
siderable improvement in traffic; the 
wmber of passengers increased to 89 mil- 


jons on tramways and to 12 millions on 


railway Net earnings amounted to 
10,106,808 pesetas, permitting, after meet- 
prior charges and reserves, of the 
avment of a dividend of 10 per cent 
Cia. del Ferrocarril Cantabrico. 
Report for 1940 alludes to the fire which 
curred in Santander on February 15, 
nd which destroyed the offices, stores, and 
| the records of the company. Gross 
mings amounted to 5,993,747 pesetas, 


ud working expenses to 4,174,310 pesetas, 


nd after meeting prior charges and re- 
grves, a net profit remained of 297,531 
psetas, permitting, with the balance 


a dividend of 4 per 
and 8 per cent. on 


wrought forward, of 
ent. on, the ordinary, 


the preference shares 


Beira Railway Co. Ltd.—Gross earn 
ngs for the year to September 30, 1941, 
vere (878,223, a decrease of £27,744. In 
the working expenses of £444,671 there was 
reduction of £8,291, leaving net earnings 
{ (433,552, against £453,005. The decrease 
nrevenue was mainly due to the continued 
lecline in import traffic. Sundry income 
umounted to £19,172 (£22,456). After pro- 
iding for charges, including debenture 
service, etc., and £220,000 (£215,000) for 
taxation, the net profit is £99,011 (£125,749) 
and the amount brought in is £48,534. The 
lividend is 2s. a share (same), less tax at 
fs. 2d. in the £, and £42,545 is carried 
rward. In the previous year £20,000 was 
ransferred to dividend equalisation fund. 


International Railways of Central 
America.— Railway operating revenues in 
941 were $5,617,278, an increase of 
$72,839, although banana revenues were 
es, and coffee revenues were also lowe1 
principally due to quota restrictions on 
fee to the United States. Higher prices 
lor coffee, however, coupled with a ten- 
ency by local business men to increase 
thir inventories, resulted in greater 
revenues from import freight. Additional 
revenues were derived from the export of 


ative hardwoods. Railway operating 
xpenses decreased $94,305, due to fewer 
leeper replacements and the increased 


we Of locally produced sleepers at a lower 
litial unit cost than imported creosoted 


‘leepers Net income after all charges, 
taxes, and reserves was $955,439, against 
$865,704 in 1940. Dividends totalling 


$a share, or $500,000 in all, were paid to 
preferred stockholders during 1941. Divi- 
lends in arrear on preferred stock amounted 
t December 31, 1941, to $24-75 a share. 


Devon General Omnibus & Touring 
Co, Ltd.—This company is jointly con- 
tolled by the British Electric Traction 
\o. Ltd., through its subsidiary the National 
Electric Construction Co. Ltd. (50 per 
‘nt.), the Great Western Railway Com- 
vany (30 per cent.), and the Southern Rail- 
vay Company (20 per cent.). Net traffic 


iid. other receipts after providing for 
‘*preciation on rolling stock, etc., plus 
tterest, etc., amounted to £203,718. After 
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providing for directors’ fees, taxation 
(£150,000), and deferred repairs reserve 


(£10,000) there is a profit of £40,718, com- 
pared with {£67,220 for 1940. With the 


balance brought forward of £16,075 there 
is a total available of £56,793, against 
£84,575. An appropriation of £1,353 


(£3,000) is made to employees’ assistance 
account, and the directors again recommend 
a dividend of 10 per cent. and a bonus of 
5 per cent. for the year on the ordinary 
shares, leaving £14,940 to be carried 
forward. 


Wilts & Dorset Motor’ Services 
Limited.——Controlled jointly by the 
Southern Railway Company and Tilling & 
British Automobile Traction Limited, this 
company earned in 1941 a profit of £12,349, 
against £13,060 for 1940. The final ordinary 


dividend is 5 per cent., the same, again 
making 10 per cent., tax free, for the year, 
leaving £13,993 to be carried forward, 


against £13,644 brought in. 


Brown Bayley’s Steel Works Limited. 
Interim ordinary dividend on account of 
the year ending July 31, 1942, is 5 per cent. 
(1s. a share) tax free, the same as a year ago. 


Stewarts and Lloyds Limited.— A 
dividend of 124 per cent. (same) is to be 
paid on the deferred stock for the year 


ended December 31, 1941, ui 
deferred shares at the same 
as on the deferred stock 


and on the liaison 
rate relatively 


Birmingham Railway Carriage & 


Wagon Co. Ltd.—The directors have 
declared a dividend on the ordinary stock 
of 74 per cent. for the year 1941, the same 
as for 1940. Profit, after providing for 
taxation, is £55,151, against £65,991 for 
1940, and the carry forward is £130,284 


(£120,477). 


Vickers Limited.—The directors recom- 
mend a final dividend on the ordinary 
stock of 6 per cent. actual, less tax, making 
10 per cent. for the year 1941. Net profit 
for the year, after providing for taxation 
is £908,905, against £1,119,120 in 1940. 
The transfer to contingencies is £250,000 
(same), and the carry forward is £690,786 
(£651,821). 


Vulcan Foundry Limited.—-The 
balance of the profit and loss account for 
the 12 months to December 31, 1941, is 
£156,178. Deducting £125,000 appropriated 
for taxation, and adding £26,531 brought 
forward there is an available balance of 
£57,709. From this balance has to be 
deducted an interim dividend of 23 per 
cent. on the cumulative preference shares 
paid in September, 1941, amounting, less 
tax, to £1,250, leaving £56,459. The direc- 
tors now recommend .a final dividend of 
24 per cent. on the 5 per cent. cumulative 
preference shares and 4 per cent. on the 
ordinary shares, both less income tax, at 
10s., carrying forward £38,307. 


Imperial Chemical Industries 
Limited.—In a preliminary statement of 
results for 1941 the directors announce that 


after making allowance for depreciation, 
taxation, etc., net income was /6,162,212, 
against £6,418,533 in 1940. The ordinary 


dividend is to be maintained at 8 per cent. 
by a final payment of 5 per cent. The sum 


brought forward was £882,354, and after 
placing £300,720 (£339,262) to war con- 


tingency reserve and £180,106 (£180,092) to 
staff pension fund, the sum carried over will 
‘be £865,487. The sum provided by the 
eer and its subsidiaries for N.D.C. and 
:.P.T. was approximately £6,400,000, 
which c ompares with £5,600,000 in 1940. 


Churchill 
For 1941 the 
depreciation, 


rhe 
15 per cent., 
year (the same). 
placed to war 


£45,469 (£50,658) 


turnover 
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taxation. 
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income 


tax, 
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Machine Tool Co. 
net profit after providing for 
and war 
damage contribution was £57,686 (£65,604). 
final dividend on ordinary capital is 
making 30 per cent. 
A sum of £20,000 (nil) is 
contingencies 
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Stocks and Shares 
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Railway Stock Market 


THE RAILWAY GAZETTE 





April 24, 1942 


tures attracted buyers and were higher aj 
1074, and the guaganteed stock made the 
better price of 1033. Among L.N.E. R. 











Firm conditions have ruled in Stock declines have been regained. London guaranteed issues, the second¢ moved up 
Exchange markets, but there was again Transport “‘C’’ continued to hold its to 853, and the firsts had a firm appear- 
very little improvement in the volume recent improvement; sentiment has bene- ance at 96. L.N.E.R. first preference 
of business; sentiment has been dominated fited from hopes that the future holds stock seems moderately priced, bear. 
by the tendency to await the next turn out prospects of some improvement in ing in mind that there would appear 
in war developments. Activity centred the rate of dividend. There was no very reasonable grounds for the view that this 
mainly on British Funds and other lead- decided trend among South American stock is likely to receive its an 4 per 
ing investment stocks. Home railway railway issues. At one time, whereas cent. dividend throughout the period of 
prior charges continued to attract invest- securities of the Argentine companies the war. L.N.E.R. debe sntures received 
ment support, although on balance few were reactionary in the absence of attention; the 4 per cents have moved 
movements in prices have been recorded demand, those of Brazilian companies higher to 1053, and the 3 per cents wer 
at the time of writing. The small amount tended to improve; sentiment was aided 823}. Elsewhere, among Southern issues 
of attention accorded the junior stocks by the decision of the Great Western of the preferred ordinary came in for atten- 
must be considered a reflection of the Brazil Railway to pay a further half- tion because of the apparently generous 
inactive market conditions prevailing; the year’s interest on its debenture capital vield, and has recovered to 63; the de- 
large and apparently attractive yields are together with interest at 4 per cent. per ferred stock was also fractionally better 
generally recognised, as is the fact that annum on these arrears. at 15. Southern 4 per cent. debentures 
dividend prospects seem more clearly de- Among home railway stocks, Great were 1114, and the guaranteed stock 130 
fined than in the case of most other Western ordinary has remained around London Transport ‘‘C’’ was maintained 
groups of ordinary or equity securities 41} at the time of writing; the guaranteed at 40}, and the 4$ per cent. “‘A’’ stock 
Various of the higher-yielding preference stock was again 130, and the 5 per cent. made the higher price of 120} 
issues attracted a fair amount of atten- preference was firmer at 1143, although Among foreign railway issues, following 
tion and showed small gains on balance; the 4 per cent. debentures were fraction- an earlier decline, B.A. Gt. Southern 
L.M.S.R. 4 per cent. senior preference, ally lower at 114. Among L.M.S.R. 4 per cent. debentures rallied to 55}, and 
which continued to be favoured on its issues, the senior preference attracted Central Argentine debentures also tended 
investment merits, has made a_ bette buyers and was higher at 72, but on the to improve. At the time of writing a 
price at the time of writing. L.N.E.R. other hand, the 1923 preference has re- better tendency is in evidence in Central 
second guaranteed also found buyers on mained around 52} and the ordinary Uruguay and _ Leopoldina debentures 
yield considerations. Southern issues, stock around 18; there has been only Great Western of Brazil 6 per cent. and 
which a short. while back were inclined very moderate activity because of the 4 per cent. debentures were quoted at 55} 
to be reactionary, have developed a small volume of business on the Stock and 504 respectively. Canadian Pacifics 
better tendency, and earlier fractional Exchange. L.M.S.R. 4 per cent. deben- were better. 

Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
R Teale Sack Waele 3 Aggregate Traffics to date Prices 
iles vs: ° 
Railways open oe ; = Totals _— S. | te.) Sa ttce 
1941-42 "eins Inc. or Dec. | ‘5 Increase or Stock ft| oe | =¥ less 
Total compared : Decrease w= | 32 | ES lsu9 
this year with 1941 $ This Year Last Year ~ & < > 2 
£ é £ é £ 

¢ Antofagasta (Chili) & Bolivia, 834 12.4.42 29,530 4+ 9,760 15 310,910 260,120 50,070 Ord. Sek 103, «34h 94) «NII 
Argentine North Eastern 753 11.4.42 ps. 216,400 +ps.77,800 41 ps.7,126,200 ps. 5,989,000 +ps.1,146,200 ” 4 u 34 Nil 
Bolivar 174. Mar.,1942 4,556 + 216. 13 14,128 11,020 + 3,108) 6 p.c. Deb 5 5 9 Nil 
Brazil . ~ es — - — - - Bonds 8 244 10} | Nil 
Buenos Ayres & Pacific --» 2,801 11.4.42 ps. 1,613,000 —ps.289,000 | 41 ps. 58,806,000 | ps. 57,869,000 + ps.937,000, Ord. Stk. 74 I 43 Nil 
Buenos Ayres Great Southern 5,080 11.4.42 |ps.2,690,000 -+-ps.194,000 4! ps.100,044,000 ps.90,542,000 + ps.9,502,000) Ord. Stk. 103 34 73) Nil 
Buenos Ayres Western 1,930 11.4.42 ps. 910,000 —ps. 10,000 41 ps. 34,947,000 ps.3!,174,000 | +ps.3,773,000 ‘ 9 24 6% Nil 
Central —— 3,700 11.4.42 ps, 1,603,000 |—ps. 377, 850 41 ps. 71,963,250 | ps.64,635,250 + ps.7,328,000 om +1 7 34 a 

— - = . — _ — — Dfd | 
=] Cent. Srennne of M. Video.. 972 11.4,42 30,886 7,061 4l 1,008,505 923,179 + 85,326, Ord. Stk. 94 1 5 Nil 
© | Costa Rica 262 Mar., 1942 20,547 |— 4,519 38 201,023 177,738 ++ 23,285 Stk 154 ULE 3 13 Nil 
§ Dorada 70 Mar., 1942 12,300 200 «13 33,484 36,700 — 3,216, | Me. Db. 97 97 904 64 
— | Entre Rios 808 11.4.42 ps. 276,000 tps. 100,700 41 ps.10,433,000 ps.8,744,200 + ps.1,688,800 Ord. Stk. 64 t 5 Nil 
£/ Great Western of Brazil 1,030 11.4.42 900 2,100 15S 162,71 f 500 Ord. Sh. ii/-, t/- #) 6Nil 

<\ International of Cl. Amer. 794 Feb.,1942 $154,927 + $81,080 8 $333, 440 $184,198 | $149,242 - — ~— — 
& | Interoceanic of Mexico - -- - _— — — Ist Pref. i 6d. + Nil 

é La Guaira & Caracas 22 Mar.,1942 7,470 1,950 13 19.860 18,995 + 865 — - =e — 
Leopoldina ‘ -» 41,918 11.4.42 29,068 + 8,480 I5 440,023 357,107 + 82,916; Ord. Stk. 4 + 4 Nil 

=| Mexican we} 483 7.4.42 ps. 327,300 —ps. 13,400 14 ps. 4,799,900 ps. 4,389,000 + ps. 410,900 ae é 4 | Nil 

3 | Midland of Uruguay. 319 =Feb.,1942 12,418 337 | 34 107,017 94, 688 + 12,329 _- — - ~ 
“ | Nitrate ‘ 386 31.3.42 10,972 4,7 13 35,900 26,732 + 9,168 Ord Sh. 66% It + % 
Paraguay Central 274 11.4.42 $4,812,000 $1,490,000 | 41 $141,530,000  $133,526,000 + $8,004,000 Pr.Li.Stk. 43/- 29 424, It 
Peruvian Gepermien 1,059 'Mar., 1942 89,692 + 28,663 39 671,716 577,986 + 93,730 Pref. 6} i 7 Nil 
Salvador 100 Feb., 1942 c 157,000 + 52,000 34 c 656,172 c 507,683 + c 148,489 _ - y = 
San Paulo 1534 5.4.42 29,571 — 8,766 14 476,621 471,259 5,362) Ord. Stk. 52 244 «45 4t5 
Taltal ... 160 Mar.,1942 3,900 + 1,270 | 39 39,015 25,140 + 13,875, Ord. Sh. | 6/- I4, Nil 
United of Havana 1,346 11.4.42 54,146 9,713 41 1,156,251 934,787 + 221,464) Ord. Stk. 24 t 3 Nil 

Uruguay Northern . 73° Feb.,1942 954 5 34 9,900 9,154 + 6 -- a _ - _ 

3 

= {Canadian National --- 23,562 14.4.42 1,301,200 + 232,200 | 15 18,505,000 15,127,400 + 3,377,600 er - . - 
(5 ‘Canadian Pacific | 17,139 | 14.442 898,600 + 129,000 IS 13,330,600 10,571,200 + 2,759,400 Ord. Stk. 13% 7% tt | Nil 

‘Barsi Light 202 = Jan.,1942 11,805 — 3,525 | 45 137,482 135,210 + 2,272 - - — - 
- Bengal & North Western 2,090 Mar., 1942 267,150 — 9,167 | 26 1,637,135 1,588,900 + 48,235) Ord. Stk. 345 253 = 3364 5¢ 
= - Bengal-Nagpur ‘ 3,267 20.1.42 279.900 + 28,764 43 7,860,240 7,124,397 + 735,843 ” 101 95 894 4y 
© | Madras & Southern Mahratta 2,939 10 2.42 203,625 + 19,725 | 47 5,266,920 6,223,640 + 956,720 i 1057, 101g | 924 | Bre 

Rohilkund & Kumaon 571 | Mar.,1942 59,925 — 11,425 , 26 689 357,677 — 30,988 na 342 | 290 3424, 4 

“South Indian 2,402 201.42 134,249 + 18,493 | 43 4,273.558 3,670,793 + 602,765 ” 100 | 87 | 90) 3% 

Beira ... 204 Feb.,1942 80,141 _ 21 368 472 —_ _ _ _— eee ~ pod 

Egyptian Delta 610 20.1.42 12,496 + 3,975 | 43 272,885 194,988 + 77,897, Prf. Sh I} 29/-| 24 Nil 
«] Manila — ~ — — — _ - B. Deb 68 45 30§ | It 
2] Midland of W. Australia 277 Nov., 1941 21,710 + 5,994 | 17 103,592 78,885 + 24,707, inc. Deb. | 904 | 854 | 894 | 5% 
c\ Nigerian . +) 1,900 Jan.,1942 71,391 (+ 25,823 43 2,557,812 1,834,363 + 723,449 _ _— —_|- = 
S| Rhodesia o ove ooo] 2,442 Feb.. 1942 473.307 — 21 2,373,268 _ ane — me wad) Dea ho: 

South Africa ... . 13,291 7.3.42 791,675 + 72,119 | 49 37,589,021 34,104,814 |+ 3,484,207 _ _ —|—-|i- 

Victoria 4,774 Dec., 1941 1,250,508 + 240,622 | 25 6,627,999 5,615,574 + 1,012,475 ae —) eS) sy 





Note. 


t Receipts are calculated @ Is. 6d. to the rupee 


Yields are based on the approximate current prices and are within a fraction of rz 


§ ex dividend 


Argentine traffics are given in pesos 
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